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Reverse or Not ? 


To THE EDITOR OF THE RAILROAD GAZETTE: 

In your issue of Dec. 31 a correspondent calls attention 
to conflicting instructions given to engineers about 
reversing the locomotive when driver brakes are applied, 
and the directions given in my book ‘‘Locomotive Engine 
Running and Management” are quoted. That part of 
the book was written when I was running a locomotive 
and the directions were based upon what I found to be 
the best practice. The driver brakes in use were much 
less efficient than they are to-day, and wheel sliding 
seldom began until the train was almost stopped. The 
resisting force of the reversed engine was greater than 
the stopping power exerted by the driver brakes, and 
it was my practice to watch till the wheels were begin- 
ning to slide, then I opened the cylinder cocks (which 
usually relieved the tendency to slide) or released the 
brake. 

With the efficient driver brakes now in use, I would 
say ‘‘do not reverse the engine when the driver brake is 
applied.” ANGUS SINCLAIR. 








Concerning the Pittsburgh Testing Laboratory. 


Pittsburgh Testing Laboratory, Limited. } 
CHICAGO, Dec. 31, 1897. § 
TO THE EDITOR OF THE RAILROAD GAZETTE: 

As certain false and malicious rumors intended to in- 
jure us have been circulated regarding the efficiency 
and integrity of the services rendered by us as inspect- 
ors of 35,000 tons of cast iron pipe, being made by the 
Addyston Pipe & Steel Co. for the city of Chicago, and 
wide publicity has been given to the statement that six 
pieces of 86-in. pipe have been rejected after delivery, we 
requested the Commissioner of Public Works and the 
City Engineer of Chicago to thoroughly investigate the 
matter. After such investigation the City Engineer, 
Mr. John Ericson, has reported to the Commissioner of 
Public Works, Mr. L. E. McGann, that the Pittsburgh 
Testing Laboratory, Limited, have performed their 
duties in a satisfactory manner, and further that there 
is no cause for the rejection of any pipe previously ac- 
cepted by their inspectors, except those broken in 
transit and handling. 

We make this statement desiring to correct any false 
impressions which may have been created by these re- 
ports, T. L. ConprRon, Resident Engineer. 








Calline a Spade an Agricultural Implement. 





To THe EpiItrorR OF THE RAILROAD GAZETTE: 

In the description of the electric freight locomotive in 
your last issue references are made to the ‘‘engineer’s 
tool box’’; does that mean that the future motorman, 
like the present locomotive driver, is to be miscalled an 
engineer? All the efforts on the part of railroad man- 
agers and others in this country to prevent enginemen 
from filching a title which does not belong them have 
been unsuccessful so far. The “locomotive engineer” 
has come to stay—as long as the steam locomotive does. 
But there is a chance to correct the misnomer befcre he 
takes possession of the electric motor for good. Cable- 
carmen have been ‘‘gripmen”’ and trolleymen ‘‘motor- 
men’ without loss of credit, but the moment the motor 
appears on a “steam” road ycu begin to style its operator 
the “engineer.” 

And, by the way, you call the motor a ‘locomotive,’ 
which is just about as incorrect; but you do that be- 
cause you had already misapplied the term ‘‘motor’’ and 
confined it to the rotative part of itself only. 

W hat is greatly needed is a compact? word that [will 


express correctly what you have in what may be termed 
your “railroad mind,’ namely, a single derived power 
machine capable of moving a train of cars as a locomo- 
tive does, and as distinguished from another variety of 
the same machine which is intended for self-propulsion 
only. Neither of these machines would be a locomotive 
unless the e'ectric current were to be generated within 
it, which might be done. The electrical engineers speak 
of single units and double units and multiple units, or 
what not, which are definitions that do not define, and 
are clumsy. What you really want is a simple term 
that cannot be misunderstood, like ‘‘electric puller,”’ for 
instance; ‘‘puller,’’ for short. 

These are small matters, many will say, but when we 
think of the millions and millions of repetitions, and 
the unnecessary explanations that would be saved 
by deporting these inaccuracies, they grow in im- 


portance. 
A. STICKLER. 








The Gas Engine and its Mission.—III. 


BY S, A. REEVE.* 





(Continued from page 21.) 

In the line of power for standard factory service the 
incursion of gas engines into large powers is quite con- 
siderable. The largest engine ever reported is a 600- 
H. P. compound in an English textile mill. This 
engine had three single-acting cylinders, two regular 
Otto engines on either side, and a larger low-pressure 
cylinder in the center into which the Otto engines ex- 
hausted after each explosion-stroke alternately. The 
Otto cranks were in unison and set opposite to the low- 
pressure crank, thus providing one impulse each stroke. 
It was started by steam pressure in one Otto cylinder. 
A photograph of this engine will be found in Progress- 
ive Age for Feb. 15, 1895. I believe that tests gave the 
fuel rate of this engine as the disappointing figure of 
1.25 lbs. of coal per I. H. P. hour, and as Clerk does not 
mention it in his last edition its fate is uncertain. 

This authority gives the palm for size to a 400 H. P, 
Andrews engine built at Stockport and operating at 
Godalming (England). It comprises two Otto single- 
acting cylinders set tandem, the power from the rear 
one being carried around the other by parallel rods 
from crosshead to crosshead. Both of these engines are 
operated upon Dowson gas. 

The next in line is probably a 320H. P. Simplex 
single-cylinder Otto engine operating a large flour mill 
in the suburbs of Paris by means of gas from a Buire. 
Lencauchez producer ; and from this size down Europe 
offers a number of illustrations, although Germany, the 
home of the gas engine, seems to have done little in the 
way of large engines. 

In this country examples of large engiaes are an 
* American” engine of 100 H. P., operating an electric 
street railroad at Lancaster, O.; a 100H. P. Crossley- 
Otto, operating 1 wire mill at Worcester, Mass., upon 
special generator gas; the electric light station at Dan- 
bury, Conn. (reported to the American Society of Me- 
chanical Engineers at its April meeting in 1895); an 
electric station at Woonsocket, R.I., and a 150-H. P. en- 
gine has been running at the works of the Westing- 
house Machine Co., the past year, and a 250 H. P., 
engine has beea in successful operation for two years 
at Pittsburgh, Pa. In none of these cases can any 
broad observations be made as to the success of the 
installation. In general terms they all seem to be satis. 
factory and economical, but in each case some special 
feature has led to the choice of a gas engine and tothe 
desirability of its retention. 

Thus, at Newport, R. 1, is a very interesting case of a 
56-H. P. Otto engine used to drive an ice-making plant. 
Here the deciding condition in the choice was the exist- 
ence in the hands of the local gas company of a surplus 
of land, buildings, gas-making capacity, and, at certain 
hours of the day, labor, The installation of the ice 
factory by a separate company, but in close connection 
with the gas company, turned all of this idle capital into 
earning capital. It isa significant illustration, although 
a pioneer, of the breadth of oppertunity which is already 
forcing many industries toward as close and natural an 
alliance with the gas generator as is electro-metallurgy 
with our great water powers. This tendency is notably 


visible as to electric lighting. 


Of perhaps greater interest, even to the purchaser of a 
factory plant, are those cases of special adaptation which 
show so plainly the possibilities and the limitations of 
the engine. 

Probably the most promising ef these is street railroad 
traction, not because the present state of the art is satis. 
factory, but because there is an undoubted demand for a 
street railroad system which shali make each car inde- 
pendent of any central station as to motive power and 
speed, Gas propulsion is attractive at present chiefly as 
an untried road toward the solution of this problem. 

Roads operated by gas-motor cars now number at least 
five at Dresden, Dessau and Hirschberg, in Germany; 
Paris, France, and Blackpool, England, which are named 
in about the order of their installation, though of the 
Paris installation I have only hearsay evidence, and 
am not sure that the Hirschberg road is yet actually in 
operation. In each case the motors were built at Deutz, 
at the original Otto works. 

The engine, of 12to 15H. P. at most, has two hori- 
zontal, single-acting cylinders facing a common crank 
and is situated under one seat, the fly-wheel occupying 





* Adjunct Professor of Steam Engineering. Worcester Poly- 
technic Institute. 


the plane of the car frame behind the passengers. It is 
accessible from the outside by folding doors, for starting 
by hand, and runs continuously while the car is in com- 
mission. The engine speed is normally 280 and is con- 
trolled by au ordinary governor; but during a prolonged 
stop this governor is adjusted by the motorman to hold 
the speed at 80 revolutions per minute until the power 
is again wanted. From the engine the power is trans- 
mitted to the wheels by variable speed friction-gear, 
countershafts and clutches. The gas is stored, com- 
pressed to 105 lbs. per square inch, in reservoirs under 
the opposite seat and under the ends of the car-body 

About 120 cu. ft. of free gas are thus carried, but this 
could obviously be increased to advantage by increasing 
the working pressure. The average consumption is 
about 17 ft. per car mile for cars averaging 14 seats and 
standing room for 14, but this includes snow plows and 
similar incidentals. The available circuit before re- 
charging is about seven miles. The latest report from 
the Dessan road, to be found in the Zeitschrift der 
isterreichische Ingenieur- und Arch- Verein, 1897, page 
590, gives a trial trip of about 8.7 miles in 39 min., with 
speed on a level of about 15 miles per hour, with a total 
consumption of 346 cu. ft. of gas. The motor car, with 
passengers, weighed 17,600 lbs., the trailer 17,800 Ibs.; 
total, 35,400 lbs. This motor car evidently possesses 
greater storage capacity than did the§earlier ones from 
whose service the first formal report was issued about 
three years ago. 

It is interesting to compare with this the performance 
of the electric railroad at Lyons, France,'which is driven 
by aSimplex gas engine working on Lencauchez gas. 
The road operates 10 or more cars and on holidays gives 
atwo minute service for 18 consecutive hours to ten or 
twelve thousand passengers upon a total average con- 
sumption, including ‘* banking,” of 1,760 lbs. of coal 
per day. 

While the directly-driv en gas road would not satisfy 
Americar demands either as to size, maximum speed or 
acceleration, which last relies largely upon fly-wheel 
inertia, yet these figures are impressive as to fuel-cost, 
and the system is undoubtedly capable of development. 

A similarly picturesque application is that of marine 
propulsion. In this country considerable has been done 
in the way of driving pleasure crafts by means of gaso- 
line engine?, as much as 30 H. P. having been installed 
inasingle boat. But the only application to merchant 
marire service yet come to my notice is the use ofa 
French Simplex engine to drive a barge on the Seine 
between Havre and Rouen, the fuel being gas com- 
pressed to 1,420 lbs. per square inch and stored on deck 
in 80 forged flasks, each tested to 2,270 lbs. per square 
inch, weighing 715 lbs., and emnane 775 cu. ft. of free 
gas. The barge is of iron, 98 ft. 5 in. long, 18 ft. beam, 
7 ft.5in. deep. The engine isa two-cylinder vertical, 
of about 40 H. P., and drivesja propeller having movable 
blades of variable or reversible pitch. It runs always in 
the same direction and at the same speed, reversing or 
slowing being accomplished by the pilot from the 
bridge, without any co-operation on the part of the en- 
gineer. Thespeed attained, against a quite heavy sea, was 
61g miles an hour with a load of 160 tons. For further 
details reference may be hed to Le Genie Civil for Jan. 
26, 1895, or to Progressive Age for June 15, 1895. 

A slight investigation of this field reveals the advan- 
tages of this system to lie (1) in a saving of labor, as the 
engineer’s duties after once starting the engine consist 
merely in oiling it, and he can therefore serve as deck 
hand also; and (2) in saving of space and weight of 
machinery, the former being given in the above case 
as 27)4tons. 

The disadvantages are the cost of fuel, except where 
the service might be undertaken either by gas com- 
panies owning works adjacent to the water and with 
surplus capacity of generator, or by some company 
strong enough to establish special fuel-gas generators 
along the line of traffic. For all these reasons the writer 
concluded that the only promising field now open to 
this industry was that of harbor tugs, where the cost of 
labor, facility in handling ’and concentration of power 
are important, but where the voyages are short and the 
traffic densely concentrated. Thus, one gas company in 
New York City could ‘‘ provision” all of the tugs in the 
harbor with fuel from charging stations on either river, 
while the labor cost per tug would! be reducei by an 
average of about 30 per cent. 

These special applications aside, the one most import- 
ant possibility in gas power is that of the production of 
electric current. While local conditions will vary the 
figures widely, it is now generally conceded that a 
greater amount of light, by 25 to 75 per cent., can be 
gotten from a given amount of illuminating gas by 
using it in a gas engine coupled to a dynamo and a 
string of electric lights, than by burning it in the ordin- 
ary way, or even with the aid of Welsbach burners. 
For some figures of actual tests in thisline see Railroad 
Gazette for Nov. 26, 1897, page 838. The subject has been 
further discussed by Mr. Nelson W. Perry, formerly 
editor of Electricity, in a paper in the Engineering 
Magazine for November, 1896. The topic is too broad 
for more than mention here, but it is significant how 
clearly have already been defined the limits in commercial 
efficiency of the electrical transmission of energy, and 
that gas is the most promising champion for the respon- 
sibilities of longer transmissions. 

After electric current generation, the widest applica- 
tion already firmly established is the driving of 
waterworks pumps, but it is confined almost entirely 
to the continent of Europe as to locality, Data regard- 
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ing the efficiency of these plants may be culled from the 
Journal fiir Gasbeleuchtung und Wasserversorgung 
if desired, but donot admit of general averaging here. 
Further instances of especial interest are the French 
gas-driven coal hoist, described in Progressive Age for 
March 1, 1896, 

[TO BE CONTINUED. | 








New York Railroad Commissioners’ Report. 


The Railroad Commissioners of the state of New 
York, A. W. Cole, F. M. Baker and G. W. Dunn, have 
issued the fifteenth annual report of the Board. The 
statistics are for the year to June 30, 1897. 

The physicai condition of the railroads is good, partic- 
ularly that of the trunk lines. All recommendations 
made by the Board concerning defects have been 
promptly compiled with. There have been no rate dis- 
turbances during the year and no general complaint on 
this subject has been received by the Board. ‘The 
Joint Traffic Association has succeeded in maintaining 
rate uniformity and stability” (!). The Board was repre- 
sented not only at meetings of Railroad Commissioners 
at St. Louis, Mo., and Portland, Me., but also at the 
conventions of the street railroads, both state and 
national. 

A summary is given of the business of the year ending 
June 30, 1897, as made up from returns sent in by the 
riilroad companies, comparisons being made with the 
preceding year. These figures are, however, for the 
whole of the roads reporting, thus including a large 
mileage outside of New York state. The length of rail- 
road in the state is 8,114 miles, an increase of 44 miles 
over the preceding year. The actual amount of new 
railroad built during the year was 58 miles (New York 
& Pennsylvania 27, Depew & Tonawanda 11, State Line 
4, miscellaneous 16), but there were certain deductions 
from the total, including 14 miles of the Brooklyn, Bath 
& West End, now operated by electricity. The totals 
from the street surface railroad reports are as follows, 
cents omitted. 

New York Street Surface Railroads. 












Year ending | Year ending 

June 30, 1897. | June 30, 1896. 
Capital stock..........00.. $126.97*,482 $107,561,509 
Fund+d debt..........s.08 104,825,698 95,411,173 
Unfunded debt ...... 23,254,380 21,878,921 
Cost of road and equipment. 663,039 203,928,300 
Gross earnings from operation.. 29,911,428 28,808,898 
Operating expenses.............. 18,117,799 17,848,759 
Net earnings from operatien.... 11,793,628 10,960,139 
Income from other sources...... 262, 1,428,192 
Gross income from all sources... 13,055.987 12,388,332 
Taxes and miscellanevus........ 1,408,719 1,349,313 
a Interest paid and accrued..... 5.392,037 4,614,835 
a Sine a6 5,387,164 5,466,652 
Surplus for the year ............ 604,506 479,078 











The items marked a inc.ude respectively interest and divi- 
dends paid by Jessors from rentals received from lessees as 


follows : 
1897. 1896. 
EOUOTORE..0.0 cccccciecesis swe seadbesessabecenes $1,549,001 $1,263, 65 
© S0beeesescee saccecsos « eveee 2,581,054 2,086,698 


Dividends. 








June 30 was 1,179 miles, an increase of 88 miles during 
the year. The total length of elevated railroad, all of 
which is now within the territory of New York City, is 
66 miles. 

The report gives a brief statement of the principal laws 
affecting railroads passed in 1897. [These have already 
been noticed in the Railroad Gazette.] The new charter 
of New York City includes important provisions rela 
tive to the railroads within the city. 

The general business of the Board, hearings, investi- 
gations, etc., has been greater than ever before. Where 
new railroads have been proposed the Board has, in 
every case, gone over the ground, and, where possible, 
hearings were given io the localities affected. All com- 
plaints have been promptly investigated, and whenever 
they led to a recommendation on the part of the Board 
to a railroad company the railroad promptly complied. 
Toe Board refused to grant a certificate of necessity to 
the Auburn & Western Street Surface Railroad and re- 
fused to review its own action in approving electric 
power on Amsterdam avenue, in New York City. Both 
these cases have been appealed to the courts. 

The grade-crossing law is reviewed at length, and the 
action ef Massachusetts on this question is recited. 
The Board recommends that New York state appropri- 
ate $250,0)) a year for this purpose, which is only one 
half the sum appropriated in Massachusetts, although 
New York has four times as many crossings. One rail- 
road company having 42 grade crossings on its main line 
in New York has intimated that it desires to change 
them all as soon as practicable. (Presumably this is the 
Boston & Albany.) The report states that it is expected 
that the Long {sland road will soon abolish 100 crossings 
without expense either to the state or to the towns. 
The total number of grade crossings in the state is 
8,636. 

One hundred and twenty-seven steam and street rail- 
roadcompanies have been organized since the present 
law (section 59) was enacted. Certificates have been 
granted to 59. fifteen applications have been refused, 
five are pending, and 38 companies have made no appli- 
cation to the Board, 

Fifteen passengers, 142 employees and 485 other per- 
sons were killed on railroads in the state during the 
year, and 123 passengers, 857 employees and 411 other 
persons were injured. No passengers were killed by 
causes beyond their own control. and only 16 employees. 


The number of grade crossing fatalities was 93, about 
the same as in the preceding year. ‘The great majority 
of these accideuts result from the carelessness of 
drivers.”” The Commissioners think that ‘an amend- 
ment to the law requiring,the driver of a vehicle to come 
to a halt before proceeding across the tracks of a rail- 
road, and perhaps declaring his failure todo soto bea 
bar to the recovery of damages, might tend to promote 
public safety.”> Of the 15 passengers killed nine met 
their fate wiile getting on or off trains in motion, 
and it is suggested that the railroads ought to take more 
effective steps to protect travelers from their own mis- 
conduct. The use of gates on passenger cars, to be closed 
before the train starts, and kept closed until it stops, is 
favorably mentioned. The number killed while walk 
ing on tracks was 320, and the report sets forth the 
cause in its true light, the failure to enforce the tramp 
laws being the salient element. In the past 10 years the 
number of persons kil'ed while walking on the tracksin 
New York state has been 2,824, which is equal to 43 per 
cent. of the total number of fatalities on raiiroads in 
the state. 

Ten passengers, six employees and 48 other persons 
were killed on the street surface railroads of New York 
during the year, aud 178 passengers, 27 employees and 
123 other persons were injured. The Beard has reason 
to believe that street railroad accidents are not fully re- 
ported, especially by the roads in the large cities. 

Bridge repairs have been extensive on all the rail- 
roads, and wooden bridges will have given place entirely 
to steel ones within a year or two Passenger stations 
have been well maintained, and much improvement is 
noticei in their sanitary condition. Concrete and stone 
platforms are taking the place of plank structures. 
Stations ought to be better lighted at night, especially 
at the smaller villages. The recommendation that pas- 
senger cars be always lighted with gas or electricity is 
repeated. A few Wagner sleeping cars are still lighted 
by oil. 

Fires due to sparks from locomotives are no longer 
common, nearly all locomotives in the state being 
equipped with suitable screens. Freight cars, especially 
those coming from the West, are often found to have 
insecure grab-irons, and-on many the brake wheel is not 
properly bolted to the brake stem. 

‘‘A satisfactory method of biocking guard rails and 
frogs has not yet been devised,’”’ but the Board hopes to 
be able to make a recommendation next year. During 
the year four persons were killed and six injured by 
their feet being caught in frogs. 

The law of New York practically requires all freight 
cars to be equipped with power brakes by Jan. I, 1903, 
but as trains can be properly controlled with only a por- 
tion of the cars fitted, the Board recommends that the 
law be changed so as to harmonize with the federal law. 
The Board has extended to Jan. 1, 1900, the time which 
the railroads may have to equip their freight cars with 
automaticeouplers. A table is given showing the brake 
and coupler equipment of the freight cars of all the 
roads reporting to the Board. é 

The report recommends that street railroads be for- 
bidden by law to admit to a car more persons than can be 
seated and can conveniently stand in the spaces between 
the seats. Complaints are received that street cars are 
started before the passengers get on the platform and 
before alighting passengers reach the ground. As cars 
now run at high speed passengers should not be allowed 
to ride on the steps, platforms or running boards. 

A table is given showing the average traffic and earn- 
ings of each street surface railroad in the state. Aver 
age earnings are given per passenger, and average cost 
per car mile and per passenger. 

New legislation recommended by the Board, other 
than that already mentioned, is summarized as follows: 

An amendment to the Highway Law containing more 
stringent provisions relative to the removal of obstruc- 
tions on highways where they intersect steam surface 
railroads at yzrade. 

An amendment to subdivision 3 of section 4 of the 
Railroad Law authorizing railroad companies to trim 
up trees and clear out underbrush on private property 
at highway grade crossings where a clear view of the 
track of the railroad cannot be had because of such 
growth, upon making compensation therefor. 

An amendment to-section 36 of the Railroad Law em- 
puwering the Board to summarily compel steam and 
street railroads intersecting at grade to erect inter- 
locking switch and signal devices and to apportion the 
expense therefor. 

Anamendmeut to the Railroad Law authorizing the 
Board to revoke certificates granted under section 59 if 
con-truction has not been begun within two years of the 
granting of such certificate after a hearing and a full 
investigation as to the cause of such failure. 

An amendment to the Railroad Law providing that 
street surface railroad extensions, except within the 
limits of cities and incorporated villages, shall only be 
made after compliance with the provisions of section 59 
in the same manner as if for the construction of a new 
railroad, 

An amendment to the Railroad Law relative to appli- 
cations of street surtace railroads for a cerrificate of 

ublic convenience and a necessity, empowering the 

oard to certify to the whole or part of the route pro- 
posed by a new corporation. 

An amendment to the Stock Corporation Law further 
restricting the issue of stock and bonds by railroad cor- 
porations, 

Aon amendment to the Trespass Laws requiring the 
punishment of persons arrested for stealing iides upon 
freight or passenger cars or walking upon the tracks of 
steam surface railroads. : 

Au amendment to the Railroad Law requiring the 
posting of passenger train timetables in all stations. 

Au amendment to the Raiiroad Law more clearly de- 
fining the character of teuces tu be erected by railroad 


companies between railruad and private property. 
An amendment to sundivision 6 of section 49 of the 


Railroad Law, authorizing the Board of Railroad Com- 
missioners to determine where the tools now required 
to be carried shall be placed in L pececoger cars. 

An amendment to section of the Railroad Law, 
directing the Board of Railroad Commissioners to adopt 
a standard crossing sign, and compel its use at highway 
grade crossings. ‘ 

An amendment to the Railroad Law, compelling the 
erection of whistle posts not less than 1,500 ft. each side 
of every highway grade crossing. 








Connecticut Railroad Commissioners’ Report. 

The Railroad Commissioners of Connecticut, W. F. 
Willcox, W. O Seymour and O. R. Fyler, have issued 
the 45th annual report of the Board. The railroad 
statistics are fur the year to June 30, 1897, and those of 
the street railroads are for the year to Sept. 30, 1897. The 
year has been uneventful as far as the steam roads are 
concerned, no new lines having been projected or built. 
The use of electric cars on the New England road, with 
a third rail for electric traction, and the proposed use of 
a steam motor passenger car on the same road are dis- 
cussed. 

The injunction brought by citizens of Bridgeport 
against the plans of the New York, New Haven & Hart- 
ford for elevating its tracks has been dissolved, but cer- 
tain landowners interposed further legal delays and a 
decision will have to be had from the Supreme Court of 
the state before the road can goon with the improve- 
ment. 

One passenger, 27 employees and 103 other persons 
were killed on the railroads of Connecticut during the 
year, and 28 passengers, 193 employees and 101 other 
persons were injured. The number of employees in- 
jured in coupling or uncoupling was 70,as compared 
with 87 in the previous year. The number of highway 
grade crossings in the state is 1,015, which is 15 less than 
in 1896. The number of under crossings is 227, and over- 
head 201. 

The traffic and financial statistics are for the whole 
of the lines operated by the companies reporting, so 
that the totals for Connecticut cannot be separated. 
The length of road in Connecticut is 1,008 miles, and the 
amount of taxes paid to the state was $874,437. 

The statistics of electric railroad lines, which, presum- 
ably, are all within the state of Connecticut, are as fol- 
lows: 

Street Railroads in Connecticut. 







os 1897. 1896. 
Miles of line.... 362 329 
Miles of track 351 
Capital stock. $9,770,440 $9,221,740 
UNS. ..65-20% 9,092,800 8,690,110 
Floating debt .... $49,256 
Stock, bonds and funded debt pe 

IRMNNEE cane dcsee cawecgess cee Gisaine renal “Serer 
Cost of road and equipment............ 19,849,207 18,585,261 
SOE TNO OF TOA, sccceesssstarcecce ieee 8 8=—SC«Cn csdiintnnas 
Gross earnings...... .... eeisis(eisloreieuianee 2,626,228 2,589,619 
Operating CXPeENSeS...... ...seeeeeerees 1,708,997 1,704,725 
PURUIMMMNENIR cos vescceadesensconsecesses 951,412 885,122 
MRP ores c's: e bslctiecsiedecinivcvaee teens 68.926 417,060 
errr ears seseee 265,626 1,120 
Gross earnings per mile of road. ..... TW tC we ws swe 
9 per train-mile, cents.. i ee eee 
Operating expenses per mile of road.. Cl | ronan 
** per train-mile, cents ere 
TOMMOMIIII s), ccisscisice scabs a<cwscinacsionate $132,937 $128,131 
re awieslonns ealeavices 13,398,305 12,597,085 
Passengers carried .. .... - Saepaieaieers 52,746,357 52,789,791 
Average passengers per mile run...... a ee oe 
< 1,967 1,795 

sas 14 20 

conaes 182 270 





The taxes paid by the street railroad companies in 
Connecticut, in the year reported, were equal to 5 per 
cent. of the gross earnings and to about two thirds of 
one per cent. of the reported cost of the property. The 
amount of taxes paid to the state was $120,765. 

The appendix to the report contains, besides the sta- 
tistical tables, the reports of each company and decisions 
of the courts affecting railroads interests, a full reprint 
of the paper on the application of electrical power on 
steam railroads, which was read by Colonel N. H. Heft 
at Toronto last summer. 








How to Succeed in the Railroad Service.” 


“In the early days of railroading it was a vocation, 
now it is a profession. As the railway systems ex- 
panded the enormous business of each company com- 
pelled traffic departments, freight and passenger; audit- 
ing, financial, construction, roadbed and _ bridge 
departments. The operation of the road called for gen- 
eral managers, superintendents and assistant superin- 
tendents; and a lawyer of distinction, supported by 
a large number of assistants, who should devote them- 
selves entirely to the legal business of the company, had 
to be employed everywhere. 

“Tne railway profession presents more attractions for 
a young man than any other line of business. It has 
greater opportunities for advancement, and its employ- 
ment is more permanent. Tosucceed in it in any de- 
partment requires health, brains, honesty and equip- 
ment. ‘She young man must make up his mind that if 
he would rise in the profession, he must never question 
the kind of work that is put upon him, the hours which 
are required of him or the places, agreeable or disagree- 
able, to which he is assighed. 

“The young man who proposes to enter railway ser- 
vice should first decide whether he will take his chances 
for a career in outdoor or indoor work. If outdoor 
work, which isin the operating de,artment, he will be 
immensely assisted if he has had the opportunities 
which are offered in the technical schools. In these days 
of thorough training it is almost impossible for a young 
man of ordinary education to get on in competition with 
the graduates of the Sheffield Scientific School at Yale, 
the scientific schools of Columbia, the special education 
of Cornell, the big advantages of the Troy Polytecnnic 
and the Stevens Institute, and the instruction given in 
weed other of the schools and colleges of the United 

tates. ' 

**If he selects indoor work, he rnust make up his mind 





*From a paper by Chauncey M. Depew, President of the 
New xork Central, in New York Railroad Men. 
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that much more will be required of him, at first, than 
in commercial lines. If he isin the treasurer’s depart- 
ment, and shows special efficiency and intelligence 
when avacancy occurs in the freight department, in 
any discussion that should happen between the heads of 
these departments he is almost. certain to be drafted for 
a better position by the traffic manager, and vice versa. 

‘* Railroading differs from no other business or profes- 
sion in its beginnings. The salary is small. The work 
is hard. It is only the few who, by cheerful readiness 
at all times to perform their own tasks and to stay sev- 
eral hours—and, if necessary, all night —to meet the re- 
quirements of the office, or to do the work of the lame, 
lazy and incompetent, attract the attention of their su- 
periors and are marked for promotion. 


‘‘When once, in any department, the young man has 
impressed upon the head of it his usefulness and fidelity, 
his careeris made. With the rarest exceptions, the 
heads of all departments in the railway service of the 
United States have come up from theranks. The 
presidents of all the railroads have known the day of 
small things and been many years reaching their posi- 
tions. The superintendents have all come fromthe 
brakes or from carrying the rod and chain in the en- 
gineering service. The superintendents of motive 
power have come from the footboard. The master me- 
chanics have allcome from the bench. Traffic man- 
agers and treasurers have all begun as clerks. There 
are but few heads of departments on our own road who 
have not risen from the ranks. In the operating depart- 
ment the general manager began as a brakeman, the 
general superintendent and two of the superintendents 
as telegraph operators, cne superintendent as agent and 
one as a Clerk in the superintendent’s office. 





When a locomotive is perfectly balanced on the turn- 
table the load tends to deflect downward the ends on the 
longitudinal members, and to provide for the stresses 
set up under such conditions each longitudinal mem- 
ber is trussed on the upper side by means of a1xS5in. 
plate forming atension member. Also, when an engine 
is moved on or off, the table is supported at the center 
and one end; to provide for such conditions each longitn 
dinal member is trussed on the lower side between the 
center and ends by means of a1x5in. plate which acts 
as a tension member. 

The arrangement of the center bearing, which is 
clearly shown, consists of eight rollers, 6 in. long. 
carried on a spider frame. There are two carrying 
wheels at either end which run on a circular track. 
The table is adjusted vertically by means of a center 
pivoted screw. 








The Signal Engineer.* 





Now that railway signaling is fast approaching the 
dignity of a separate department in the operation of a 
railroad, it behooves us, as representatives of such de- 
partments, to endeavor to define the duties of such an 
office, to the end that a proper recognition may be had 
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the work; the one relating solely to the number of men 
employed, and the other the standard whereby the effi- 
ciency of the organization is to be measured. 

The Signal Engineer should report to the office which 
will bring him in the most direct contact with the 
operating official most concerned in the efficient work of 
the signals. This official on the majority of roads is 
the General Superintendent. He is the man who is 
charged with the proper operation of the road, and 
should decide what signals to use. This plan is in satis- 
factory operation. 

With the Signal Engineer reporting to one of the 
other officials, he must get his orders at the best from 
ove not immediately concerned as to the efficient work- 
iny of the signals, and who in many casesiapproves plans 
and signs requisitions withont’ really looking into the 
subject asit deserves. With the Signal Engineer doing 
all of his business with the Superintendent, and receiv- 
ing his orders from an official other than a Superin- 
tendent, either the efficiency of the arrangement will 
not be what it should be, or else the system will degene- 
rate into a mere matter of form, the Signal Engineer 
being the actual head without the responsibility. 

In the organization of the forces of the signal depart- 
ment, no two roads will be found to have the same 
plan of'distributing the labor force for making repairs or 
for putting in new work. On oneroad the work may be 
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New 50-Foot Turn-Table for Light Locomotives, to go t> Jspin—Vade by the. T.:eds Foundry & Machine Co., Toledo, O. 


“Vacancies are the inspiration and hope of those who 
desire and work for promotion. Sometimes a young 
man will do very well at first, out as soon as he reaches 
a me of some importance he overestimates the hold 
which he has and the strength which he has attained in 
the confidence of his superiors. He will be often absent 
from the office. He will take frequent vacations. He 
becomes restive under rigid hours and over-time. His 
superior discovers ‘that he often takes advantage of the 
necessary absence of his chief to be absent himself. 

“In the service everyone’s eye is on everyone: else. 
There is a generous appreciation of comradeship; at the 
same time there is severe criticism of the conduct and 
character of fellow-employees and olfticers. The moment 
an officer becomes careless of his duties, inattentive and 
out of reach when wanted, his chances of promotion are 
over; and the accident of a discharge or displacemeut 
are imminent. The chief mistake of the ambitious 
young man isin regarding the necessity for extra effort, 
care and attention lessened because he has been prvo- 
moted to better and more important positions, 

“Tt is in these stages of conspicuousness that many a 
promising railway officer loses all the advantages of his 
previous hard work, incurs the displeasure or distrust 
of his superiors and makes it impossible, evenif he re- 
forms, to advance him. There is but one rule of success 
in railway service, and that is, no matter how high you 
get, once a hustler, always a hustler, a hustler until you 
die or resign.” 








Turntable for Japan. 


The Toledo Foundry & Machine Co., Toledo, O., has 
designed and is now building a 50-ft. turntable 
for a railroad in Japan, the drawings of which 
are here shown. This turntable is to be used for 
turning light locomotives, weighing approximately 50 
tons. The important features of this arrangement are 
simplicity of construction and the doing away with the 
deep pit made necessary where deck girders are used. 
With the shallow pit expensive retaining walls are not 
needed, and no provisions are necessary for drainage. 

By reference to the drawings it will be seen that the 
two longitudinal members are 15-in., 75-lb. steel 
I-beams, placed with the inside flanges 8 ft. 6 in. apart 
The floor beams are 8-in., 22;-lb. steel I-beams; the 
track gage is 3 ft: 6 in, 








of the responsibility of the position, and that the forces 
may be so organized that the best results will be ob- 
tained. 


It is hard to find any two roads on which the duties 
and power of the man in charge of the signal depart- 
ment are the same, and there is great dissimilarity in 
the titles. With nearly ali roads the development of the 
signal department has been slow, the first few signals 
installed being cared for by some one of the larger de- 
partments, usually that of the Chief Engineer, and any 
expert opinion in regard to signaling or apparatus being 
given by the signal companies, all active in introducing 
their several devices. This, hc wever, provei unsatisfac- 
tory, and questions came up that practical'y compelled 
the railroads to appoint men capable of giving an ex- 
pert opinion on these subjects and who could also take 
charge of the signal repairmen. 

Signal Engineers report to the Chief Engineer, to the 
Superintendent of Bridges and Buildings, or one of the 
operating officials, according to the particular depart- 
ment that the work had first been placed under. In 
some instances the different branches of signal work are 
divided among several departments, the electric signals 
being looked after by the Telegraph Department, block 
signals by the Building Department or some operating 
official, and the interlocking work by the Chief En- 
gineer’s Department. 

Taking it for granted that the signal work on a road 
is sufficiently large to warrant putting a man in charge 
of it with some sort of title, the principal factors in de- 
termining the status of this individual are, first, the 
official to whom he will report, and second,'the organiza- 
tion of the fortes for the proper maintenance of the sev- 
eral signal systems. The organization of; the force has 
to do with, first, the disposition of the force for making 
repairs, and second, with the consequent cost of doing 





* A paper by W. H. Elliott, Signal Engineer, Chicago, Mil- 
waukee & St. Paul, before the Railway Signaling Club, Chi- 
cago, Jan. 11, 1898, 


looked after by regular repairmen, who are stationed at 
some central point and who take care of general and other 
repairs, make adjustments, and when there is no work 
to be done put in their time inspecting. On another 
road the men may be distributed among the different 
plants or groups of signals, visiting tach one at stated 
periods and putting in their whole time at such places, 
whether there is work to be done or not. When Jarge 
repairs have to be made, extra men will be hired. Other 
roads again may have men for general repairs and new 
work only, and require the towermen to take care of 
the plant and make all the adjustments and minor re- 
pairs that one man can take care of. The first and last 
methods described are practically the same. 

As between the first and second methods, there isa 
great difference in the cost of caring for a plant, because 
a properly installed plant does not require much repair- 
ifg, and the repairman’s time is mostly put in cleaning 
the plant, traveling or doing nothing. If there is much 
to be done, one man cannot make the repairs by himself 
but has to have help, as the work must be done quickly 
in order to keep the plant in service. Then again the 
hiring of additional help for an occasional job is objec: 
tionable, as it seldom happens that the same man can 
be obtained twice, while with new men the work is 
likely to be but indifferently performed. It is seldom 
that extra men are provided with the necessary tools, or 
that they will take proper care of tools furnished them. 

The men usually put in the tower to operate the plant 
have had no mechanical experience, and are -usually 
slow in acquiring a knowledge of what to do in case of 
accident or derangement of the apparatus. They ar: 
not hired by the Signal Engineer, and will try to shift 
responsibility tothe Signal Department for any acci- 
dent that may occur. By not taking an interest in the 
mechanical construction of the plant they often occasion 
unnecessary delay to trains by not knowing where to 
look for the cause of the trouble when anything is 
wrong with the plant. Particularly is this the case 
with plants having electric locking, or where there are 
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very long pipe lines. The remedy for this state of 
things is to put the control of the towermen under the 
Signal Engineer; he can then see to it that only the 
right kind of men are provided. 

It is to the interest of the Signal Engineer to have all 
signals of whatever description controlled by his de- 
partment. Fewer men will be needed to keep them in re- 
pair, and the proper relations of one kind with another 
will be maintained more satisfactorily. Proper specifi- 
cations will more likely be prepared and standards 
maintained, while no opportunity will present itself for 
a shirking of responsibility by thedepartment in charge. 
There will also be no doubt on the part of the Superin- 
tendent or other official as to which department certain 
work is to be referred to or which department is to be 
called on when thesignals need attention. 








The Best Type of Locomotive. 

There is much truth in the remarks made by Mr. G. 
W. Rhodes, Superintendent of Motive Power of the 
Chicago, Burlington & Quincy Railroad at the Decem- 
ber meeting of the St. Louis Railway Club. The topic 
which Mr. Rhodes was called upon to present was, 
‘* Whattype of locomotive, considering present condi- 
tions, is the most economical for passenger and what for 
freight service.’ The following is from Mr. Rhodes’ 
discussion: 

I would say, in a general way, that for railroads in 
our immediate surroundings, beyond any question, the 
best engine for both passenger and freight service is 
what is known as the four-wheel connected 17 or 18 x 24 
in. American engine; that isa good engine for pioneer 


roads and for roads that have not been rebuilt. I want: 


to lay a great deal of stress on the fact that it is the con- 
dition of a railroad which governs the question as to 
what is the best passenger engine and what is the best 
freight engine. 

formerly it was the practice to send specifica- 
tions and drawings to the locomotive builders, and the 
builder would simply build the engine. That method is 
gradually changing and the practice that we are gradu- 
ally getting into is to specify a condition. To specify a 
condition in time that the trains are expected to make be- 
tween two points; to specify the character of rail that is 
laid; to specify the character of grade, the weight of the 
trains and the curvature, and then to ask the locomotive 
builders to build the engine that will do this work and 
also guarantee that the engine will perform it, and the 
payment is not made until the engine does perform it. 
so it is pretty clear, I think, that the conditions govern 
the question as to what is the best passenger engine and 
what is the best freight eugine. 

There is another feature of this subject, as to the 
change which improved conditions of the road will 
bring about in engines. I think that it is often the case 
that new engine construction has been spoiled by the 
overconfidence of the motive power men, and very often 
the overconfidence of the manager of the railroad, in the 
representations which are made to them requiring a 
new type of engine. My experience has been that when 
a new engine is built, whether it is built at a railroad 
company’s shop or whether it is built at the shop of a 
locomotive builder, it will be found that in a great 
many particulars the engine is decidedly weak; that the 
best calculations have not been able to make the engine 
strong enough; at first in one part and then in another 
part the machine fails, and then a third part will fai), 
and as those failures occur the parts are strengthened, 
and finally, after a few years’ service, this new type of 
engine is reconstructed and rebuilt in such a way that 
it is strong«nough to go into general service and you 
are ready to have more engines of that class built, 

Now, the mistake that is made very often is in the 
overconfidence of some builder or the overconfidence of 
some superintendent of machinery, who will order a 
dozen or fifteen or twenty engines of a new type, and 
then, in place of having these failures occur on a single 
engine, they occur on twenty or thirty, the effect 
being that it practically condemns the entire lot 
after »eing used on the road, whereas, if but one engine 
had been purchased, it might have been worked into 
a good engine by remedying these defects as they 
were Giscovered. Therefore, I would advise those who 
wish to make a change in their type of engine not to 
build fifteen or twenty of the same kind at once, but 
confine themselves to one, and make a thorough test 
“ that one engine before introducing a large number on 
the road. 

With reference to the same question, the following 
extract from the remarks of Mr. J. W. Stokes, Master 
Mechanic of the Illinois Central Railroad, may be of 
interest : 

In the United States there is a wide range of diversity 
in the designs of passenger engines. The mountainous 
and hilly sections require engines so built as to be 
able to maintain a given maximum speed up grade. 
This calls for heavy locomotives with great adhesive 
power and more than four driving wheels, so that 
moguls, ten-wheel and in some cases consolidation and 
decapod engines are found in use for passenger service. 
In these cases the diameters of drivers are usually re- 
stricted to comparatively small sizes to prevent the loss 
of power incident to slipping. In the prairie sections the 
American type of engine is almost exclusively used, and 
the growing tendency of recent practice is to use high 
wheels and great weight. 

Engines of this class are being employed on all im- 
portant through trains, and this seems to have settled 
the question for the present as to the most satisfactory 
type for comparatively level sections, In the Eastern 
States and the eastern section of the Middle States there 
has been more experimenting in search of a satisfactory 
type of passenger engine, than in any other part of the 
United States, where the conflict is between some type of 
European or English and the accepted type of American 
locomotive. It would er from recent practice, that 
the American type will displace single driver with 
trailer, the 10-wheel, the wide firebox and many other 
departures that are being tried. 

t is pretty certain that the American type of engine 
will be retained as the favorite in practice on the great- 
est mileage of the United States, until the compound is 
so far perfected as to have established a permanent and 
admitted superiority in its general efficiency, as well as 
its greater fuel economy. As the triple and quadruple 
expansion engines are now and for some time past have 
been displacing simple enginesin marine and station- 
ary practice, wholly on account of greater 
economy, it appears reasonable to predict that 
the same thing will follow in railroad practice. 
The conditions of service as between marine 


and stationary service as compared with railroad prac- 


tice are such that radically different mechanism will he 
required. Some designers claim that they have accom- 
plished the needed designs to make compound engines 
more economical and fully as efficient as any of the best 
designs of simple American type engines; but we are as 
yet in the tentative stage so far as the compound is con- 
cerned, and it cannot be claimed to have occupied any 
fixed place in the present field, although there are a con- 
siderable number of compounds being used in passenger 
service. 








The Status of the Northwestern Elevated Railroad, 
Chicago. 

Little information ragarding the status of the North- 
western Elevated Railroad has been made public for 
some time, so that we present the following data from 
the annual report of the President to the stockholders of 
the Columbian Construction Company which was organ- 
ized to build the road. 

Since the last annual meeting the only work done has 
been the erection of the iron work, which was at that 
time on the ground, being 4,409 ft. of four-track struc- 
ture extending from Dayton street to Fullerton avenue, 
and 2,400 ft. from Grace street toa point just north of 
Buena Park Station; making a total of 1.3 miles erected 
during 1897, and 3.2 miles of four-track structure al- 
together. When completed, there will be in the main 
line 0.92 mile of double-track structure from Institute 
Place to Lake street, and 5.52 miles of four-track struc- 
ture from Institute Place to Wilson avenue, making the 
entire structure 6.44 miles long. In addition to the main 
line there will be 1.31 miles of single track and 0.21 mile 
of double track used for inclines, storage tracks and 
switching tracks at terminals. The total track mileage, 
including main line and terminals, will be, when com- 
pleted, 25.45 miles. 

The iron work for five miles of line has been turned 
out by the mills, and there yet remains to be made the 
metal work for 1.44 miles to connect the present struc- 
ture at Dayton street with the Union Loop. The metal 
work already completed will suffice for 80 per cent. of 
the remaining structure to be erected, and 10 per cent. 
of the required material is now on the ground. Fifty- 
one per cent. of the entire length of the structure has 
been erected, and all but about 16 per cent. of the en- 
tire foundation work has been completed. The Wells 
street bridge has been rebuilt and is ready for the ley- 
ing of track. None of the material needed for stations 
has as yet been supplied. 

On Dec. 29 the Chicago City Council granted the 
Northwestern Elevated an extension of the original or- 
dinance of one year in which to finish the work, so that by 
the new ordinance the road must be completed by Dec. 
31, 1898. Much difficulty has been experienced in mak- 
ing suitable financial arrangements for completing the 
road, and it is estimated that $3,500,000 is the amount 
needed to finish the work; upto the present time $6,290,- 
611 has been expended. It has been proposed, and the 
plan will probably be carried out, that the Northwestern 
Elevated assume the obligations of the Columbian Con- 
struction Company and itself complete the remaining 
work, iu which case the road will be directly bonded for 
an amount sufficient to cover the cost of the remaining 
work. 








The Anti-Scalping Bill. 





Hearings were resumed at Washington on the anti- 
scalping bill on Jan. 18. George W. Boyd, Assistant 
General Passenger Agent of the Pennsylvania, presented 


additional evidence to substantiate his former testimony . 


concerning the dishonest practices of {ticket brokers. 
Senator Tillman asked if excursion tickets were nota 
means of discrimination, but Mr. Boyd explained how 
they were open to all purchasers. 

George H. McKenzie, the ticket broker who testified 
several weeks ago, was again before the committee. He 
said that the indictment found against him in St. Louisin 
1882 was quashed, and that the railroad men whoexam- 
ined his books completely exonerated him; moreover, he 
brought suit for malicious prosecution and recovered 
$600. Mr. McKenzie presented affidavits from St. Louis, 
Chicago and Cleveland brokers to the effect that they 
had purchased quantities of thousand-mile tickets from 
the agents of the Pennsylvania, to be sold on commis- 
sion. The Chicago broker, Albert J. Geis, swore that he 
received in commissions from the Pennsylvania $136.75 
in six months. In connection with this Mr. Boyd said 
he had no authority to speak for the Pennsylvania lines 
west of Pittsburgh; the mileage books referred to by the 
brokers were bought from the Vandalia, a separate 
company, now in the hands of a receiver. 

On Jan. 15 the Senate Committee listened to a state- 
ment by Albert Lyon, editor of the Commercial Trav- 
eler, St. Louis. Mr. Lyon contradicted the statements 
of Mr. Dow, of New York, and others, who opposed the 
passage of the bill, and who claimed to represent 350,000 
traveling salesmen. Mr. Lyon is sure that the great 
majority of traveling salesmen favor the bill. 

Mr. McKenzie presented affidavits from ticket brokers 
in various cities to the effect that they bought tickets 
directiy from the railroads. He said that the business 
of himself and his partner amounted last year to 
$660,000 and in 1894 to $1,380,000, five offices being 
maintained. In that year their net profits were about 
$37,000. Being questioned closely about his personal 
relations with the railroads, and whether or not he was 
receiving commissions from them, he said that he had 
been away from his office several weeks and could not 
tell the exact condition of things. The only road he 
would name was the Wisconsin Central, and he ad- 


mitted that he had not fora long time done business 
with the Pennsylvania. 

The House Committee having in charge the Federal 
anti-scalping bill has agreed upon two amendments: 
one providing for a penalty for refusing to redeem un- 
used portions of tickets, and the other in limiting the 
amount payable in redemption, so that the passenger 
shall not be relieved from paying the regular rate to the 
point where he endedfhis journey. 

The Senate Committee has been authorized to take 
testimony under oath and to send for persons and 


papers, 








“Long and Short Haul” in Encland. 





In{the official summary of the eleventh annnal report 
of the Interstate Commerce Commission printed by the 
Railroad Gazette on Dec. 24, there isa reference to Eng- 
lish law and practice as to long and short haul. As the 
Commission has apparently misconceived our law and 
misunderstood our practice, and as everyone will agree 
that a foreign precedent can only be valuable if it is cor- 
rectly cited, perhaps I may in‘a few words state the 
actual facts. 

The Commission says: ‘‘No English court has ever yet 
held that the words ‘same circumstances’ in the English 
Act relate to competition,” and then, after stating that 
in trans-Missouri territory the long haul rates are now 
lower than the intermediate rates, it adds: ‘‘It is believed 
that in no other part of the civilized world is sucha 
proceeding tolerated.” 

Now, the only English Act relating to railway traffic 
in which these words, ‘‘same circumstances,” occur, is, 
to the best of my belief, the Railway Clauses Consoli- 
dation Act, 1845. This Act, by Section 90, provides that 
“all tolls . shall be charged after the same rate 
: in respect of all passengers and goods .. . 
passing only over the same portion of the line of rail- 
way under the same circumstances.”” In other words, 
it applies only where the hauls are identical, and has no 
application—as has been expressly decided by the House 
of Lords—where the hauls are different, even though 
the one haul be included in the other. 

The only statutory notice of this latter subject is in 
section 27 (3) of the Traffic Act of 1888. This subsection 
provides that ‘‘the Court of the Commissioners shall 
have power to direct that no higher charge shall be made 
to any person for services in respect of merchandise car- 
ried over a less distance than is made to any other per- 
son for similar services in respect of the like description 
and quantity of merchandise carried over a greater dis- 
tance on the same line of railway.” It will be seen that 
this subsection is merely enabling. 

To the best of my knowledge the Railway Commis- 
sion has never yet been so much as asked to put its power 
in,force. All over England the short haul is habitually 
charged more than the longer haul in which it is in- 
cluded; wherever—to use the phrase which-the Interstate 
Commerce Commission objects to, but which apparently 
the Supreme Court approves—‘‘competition justifies the 
lower long haul charge.’’ For instance, Exeter to 
Plympton (48 miles) 8s. 9d., to Plymouth (52 miles) 7s. 
10d., to Lidford (75 miles) 7s. Or, again, another Great 
Western instance, on the main line up to London, Ex- 
eter to Uffington (127 miles) 16s., to Didcot (142 miles) 
16s. 9d., to Reading (158 miles) 17s. 6d., to Slough (176 
miles) 18s. 6d., to Southall (185 miles) 19s., to Padding- 
ton terminus (194 miles) 15s.9d. In fact the differences 
of rates to local stations are even greater than here ap- 
pear. For there are innumerable special rates, always 
lower, and often very much lower than the ordinary 
class rates such as [ have here quoted, available at the 
great towns but not at intermediate roadside points, 

That such a method of rate making is not only 
“tolerated” in this country, but taken very much asa 
matter of course I have already said, and I believe we are 
entitled to regard England as forming ‘‘a part of the 
civilized world.’ 

Personally I should like to go further and ask why it 
should not be regarded not merely as tolerable but as 
right and proper. Assume, for example, which is not 
denied, that 7s. 10d. is a reasonable rate to Plymouth. 
Why should not 7s. be charged to Lidford ? Doubtless the 
Great Western would like to charge more, but it cannot, 
as Lidford is only 36 miles from Exeter by a rival rail- 
way route. Suppose your long and short haul clause 
put in force, it is impossible to imagine the Great West- 
ern reducing its rate on the important traffic to 
Plymouth in order to retain its share of the petty 
business of Lidford. The/Great Western then would sim- 
ply put up the Lidford rate tothe Plymouth level, and so 
in fact go out of the Lidford business altogether. And 
yet the Interstate Commerce Commission is not, I fancy, 
a believer in the advantages of abolishing competition. 

I ought to apologize for occupying your space with a 
discussion of what I had fancied a somewhat elementary 
proposition. But really one so often sees the equity of 
principle underlying the longand short haul clause 
assumed as self-evident that I cannot refrain from ask- 
ing what is the foundation of economic or commercial 
justice on which it rests. That where circumstances are 
the same rates should be the same, we can all agree. 
But where competition exists, are the circumstances the 
same? And, if so, what prevents competition from be- 
ing a circumstance? 

I see that the Interstate Commerce Commission fur 
ther states that “pooling does not appear to be much re 
sorted to in England, and under conditions there exist 
ing there is little or no occasion for it.” Ina paper which 
I had the honor to contribute to your columns a few 
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weeks back I showed that in fact pooling isa good deal 
resorted to, and that agreemeats to maintain equal rates 
are quite universal. But with all respect, I shuuld have 
thought that from the American point of view the im- 
portant thing was not the extent to which English 
railways do in practice pool, but the fact that 
they are able lawfully to enter into pools when, 
where and how they please, without public control, 
without even public notice, and thatthere is ne desire 
on the part of any section of the public to abridge this 
liberty which has not been found by experience to work 
any public injury. W. M. ACWORTH. 
EXETER, Eogland, Jan. 5, !898. 








Compressed Air Mining Locomotives. 
H. K. Porter & Co. have recently completed three com 
pressed air mining locomotives similar to the one shown 
by the accompanying engraving. Two of these will very 


the small engine answers every purpose, and will be 
maintained for that class of service. The great disad- 
vantage of the small engine of to-day is its low boiler 
pressure, and the small engine of the future will be one 
which is capable of carrying 160 to 180 or more pounds 
of steam. That there are two_many small engines to- 
day there can be no question. Many of them will be re- 
placed by large engines, and a,few will be rebuilt with 
boilers capable of carrying high pressure. 

In conclusion, the size of an engine depends upon the 
service required of it, and for certain classes of work 
the small engine is just as much in demand to-day as it 
was 20 years ago. 








Handling Ashes and Cinders. 

The Baltimore &-Ohio Southwestern Railway has 
devised an arrangement for cleaning locomctives at 
terminal and division points which promises to result in 
a considerable saving. An ordinary ashpit about 45 ft. 
long is provided with two large pans holding about 
three cubic yards each, which are placed in the pit, one 




















New Compressed Air Mining Locomotive—Bu'lt by H. K. Porter & Co., Pittsburgh, Pa. 


soon be used in the Rolling Mill mine of the Cambria Iron 
Co., at Johnstown, Pa.,while the third one, which is bere- 
with illustrated, bas been built for the Carbon Coal Co., 
of Greensburg, Pa. The Cambria Iron Co. was unwilling 
to install any system unless they were assured of its ab- 
solute safety, and compressed air was consequently 
adopted as the motive power. 

Abont 10,000 ft. of pipe line will be used in the mine 
and will carry a pressure of 850 lbs. per square iach, the 
air for which will be compressed by an Ingersoll- 
Sergeant compressor. The locomotives have a very 
massive frame and bumpers, being built throughout for 
very severe service. The weight complete is 27,000 lbs. 
The cylinders are 94% x 14in. and tke drivers 26in. in 
diameter. The two locomotive air tanks, which have 
a combined capacity of 187 cu. ft., are sextuple riveted, 
33 in. in diameter and made of steel plates %& in. ia 
thickness. Tbe working pressure in the cylinders is 700 
lbs. per square inch. ‘The storage pressure in the 
auxiliary reservoirs is 5,780 lbs., and the metallic charg- 
ing connections throughout are designed to stand 
the heavy strain to which they will be subjected. The 
height of the engine above the rails is 5 ft. 384 in. 








Small Locomotives.* 


Has the small engine seen its day? This is a question 
so much a Ye upon local conditions that it cannot 
be answered definitely yes or no, and might be supple- 
mented by the question: ‘‘Has the large engine seen its 
limit, and is it the engine to be desired for all classes of 
service?” 

The majority of the small engines of to-day are the re- 
mains of what was once the main equipment of many of 
our railroads, and it is their light weight and low boiler 
pressure that makes them small. In merchandise 
freight and stock trains, and in fast passenger and mail 
service these engines are outclassed by the large engine, 
and they failed principally because of their lack of 
boiler capacity. 

The principal advantages of the large over the small 
engines are: First, they haul more cars; second, it costs 
less per car mile in wages to haul them. 

The amount of fuel per loaded freight car mileis about 
the same whether the engine be large or small. The 
cost of repairs of the small engine is decidedly in its 
favor. Therefore, in comparing large and small engines 
in freight service, there is little choice so far as fuel con- 
sumption is concerned. The extra cost of repairs of the 
large engine is entirely overshadowed by the saving in 
train crews’ wages, and in its extra earniug capacity, so 
that for average maino-line work the small engine has 
seen its day. On the Northern Pacific the purchase of 50 
heavy engines has been the means of laying up 95 small 
engines. What the saving has been I am unable to learn, 
but it must be large enough to fully warrant the change. 
Where the traffic is large and the grade heavy, as it in 
portions of the Northern Pacific, the large engine has 
become a necessity. About 25 per cent. of the savingsin 
engines has been accomplished by making longer runs. 
Some of the more level roads have adopted the medium- 
sized engines, and have spent money in leveling and 
straightening their permanent way that otherwise 
would have been spent in the purchase of,larger engines. 
On such aroad the medium-sized engine will haul al- 
most all the cars that can be put behind it, and in many 
cases the length of the train is limited by the lenzth of 
the sidings. 

The small engine is still being used on branch lines 
where the freight buriness is not large enough to war- 
rant the use of a large engine, and where, in many cases 
light track and light bridges would not permit of the 
use of large engines even if the service demanded it. 
For branch passenger work and light suburban service 





* Discussion of Mr. J. A. Carney, Master Mechanic, Chi- 
cago, Burlington & Quincy R. K., at the December meeting of 
the St, Louis Railway Club. 


under the locomotive ashpan and the other under the 
front end; into these the ashes and sparks fall. These 
paps are of sufficient capacity for cleaning three loco- 
motives and when full are lifted by a crane and emptied 
into a car which stands ona track alongside the pit. 
The pans are made with drop bottoms, held in place by 
a latch, to be worked by the man who handles the crane, 

The power necessary to lift the pans is supplied by the 
locomotives. When the pans are full the hoisting chain 
of the crane is made fast tothe locomotive, and as the 
engine moves off the pit, the pans are raised. The crane 
is then swung around to bring the pans over the car and 
the drop bottoms are reieased. 

The cranes used for this work were built of old bridge 
material, heavy Phoenix columns being used for the 
posts. The posts go about 8 ft. below the surface of pit 
tracks, and near the base are strongly braced and an- 
chored in concrete foundations making unnecessary the 
use of guy ropes The hoisting chain passes over a 
sheave at the top of the post and is carried down 
through the column to a second sheave at the base for 
changing its directions, thusallowing the crane to swing 
freely in any direction. 

The cost for handling cinders by this method is not 
definitely known, but the following statement will give 
an idea of the relative economy,of the new andjold arrange- 


ment. Two men during the day and two at night were re- . 


quired to clean the locomotives on the cinder pits at the 
sbops at Washington, Ind., where a depressed track was 
used for the cars being loaded, into which the cinders 
were shoveled. Since cranes were put in at this point 
one man during the day and one at night have been able 
to do all the work, resulting in a saving of $70 a month. 
At the Park street engine house, Cincinnati, a similar 
reduction in the force was made, resulting in the saving 
of $80 a month. 








Vertical Hollow Chisel Mortisine Machine. 


The accompanying illustration shows a new vertical, 
hollew, chisel mortising machine, with a boring attach- 
ment, recently brought out by the Atlantic Works, Inc., 
of Philadelphia, and designed especially for the lighter 
class of mortising work as irequently met in car build- 
ers’ and railroad shops. The weight complete is 4,000 
lbs. The stroke of the chisel arm, which is regulated 
for the depth of mortise by a simple device, works au- 
tomatically and makes 35 full strokes a minute. As the 
stroke is shortened the number is increased and the 
speed of the return is correspondingly increased. The 
chisel has a range across the work of i2 in. and the ma- 
chine will admit timber 12 in. square. The table has a 
horizontal adjustment of 3 ft. and vertical adjustment 
of 14in., and is provided with a vertical boring spindle 
which moves across the surface of the table by means of 
the lever shown in the illustration. The tight and loose 
pulleys are 12 in. in diameter with 5-in. face and are 
designed to n:ake 800 revolutions a minute. 








Comparative Rates of Acceleration. 


BY GEO. L. FOWLER. 
In an article giving in detail the results of “Some 
Studies in Speed and Accelerations of Various Motors,” 
hat was published in the Railroad Gazette on March 
19, 1897, [stated as aconclusion to the experiments “that 
the commercial (electric) metor, as we find it in com- 


mon use, is not adapted for a rapid acceleration to high 
speeds or the maintenance of those speeds on a level, 
even if favorable grades should render their attainment 
possible. This statement, however, must not be taken 
asa denial of the possibility of building a high-speed 
motor, but merely in the form of an assertion that they 
could not be found working, at least, in the vicinity of 
New York.’’ I alsa quotedin the same article, from a 
letter by an electrician, to the effect that high-speed 
electric service was, for the most part, on paper. At the 
same time the air was full of reports regarding remark- 
able cases of speed and acceleration. These accounts 
referred to the attainment of a rate of 65 miles an hour 
in 1,700 ft., but when they were run to earth they were 
found to be based very largely simply on an estimate 
both of velocity and distance. 

A trial was, however, made a few months ago by the 
General Electric Co. at Schenectady, N. Y., in which 
results were obtained that are so far ahead of anything 
published heretofore that I have prepared a diagram 
showing the comparative rates of acceleration of these 
Schenectady experiments and those obtained by me and 
published on March 19 and 26. The Schenectady data 
was given in the speeds obtained in seconds of time, 
whereas the diagrams of the previous experiments gave 
the speeds obtained in the distance run. For purposes 
of comparison it was necessary to reduce them to a 
common basis and this has been done in the diagram 
presented herewith, where the absciss1s represent the 
speed in miles per hour, and the ordinates the elapsed 
time in seconds. 

The curves show the acceleration as follows: 

1 = General Electric car at Schenectady. 

2 = Hardie air motor car, New York. 

3 = Local train, Central Railroad of New Jersey. 

= Manhattan Elevated Railroad. 

5 = Coney Island electric car. 

6 = Royal Blue Line, Philadelphia tu New York. 

The diagram of the acceleration of the cable car has 
been omitted on account of the low maximum speed at- 
tained and the fact that that speed may be attained 
with a jerk. 

The remarkable superiority of the Schenectady car 
over all competitors is to be seen ata glance, but the 
shape of the curve is such as to lead one to the conclu- 
sion that 40 miles an hour would be the upper limit of 
its capacity, if, indeed, it could have reached even that 
speed under ordinary working conditions. But, even as 
it stan is, the record is a remarkable one. Thirty-six 
miles an hour was reached (when reduced to a level 
track basis) by only two other mctors, and these were 
the locomotives hauling the trains upon the Central 
Railroad of New Jersey and the Royal Blue Line from 
Philadelphia to New York. The electric car attained 
this speed:in about 1614 seconds; the Royal Blue Line 
needed 7514, and the Central Railroad of New Jersey 
8014; a difference of nearly 5 to 1 in the elapsed time. 

The Hardie motor, for the speeds which it did reach, 





New Chisel Mortising Machine—Built by the Atlantic 
Works, Philadelphia. 


made a good record, reaching 20 miles an hour in 164% 
seconds as against 40 seconds for the ordinary electric - 
car. 

The question, however, is really one of power, for given 
a power equal to the weight plus the internal resist- 
ances of the machinery, the acceleration will be the same 
as that of a falling body, andthe nearer this condition 
of affairs is approached the more rapid the acceleration. 
In this diagram before us it is evident that the Schenec- 
tady motor had more power per pound of weight than 
any of the others, and it is equally apparent that had 
the trains of the Manhattan Elevated, the Central of 
New Jersey or the Royal Blue Line been lighter the ac; 
celeration would have been more rapid. The falling off 
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in the rate of acceleration at the higher speeds is due to 
an increased resistance to be overcome and an actual 
loss of drawbar pull, else the acceleration curve would 
be a straight line. 

The locomotive hauling the fast express showed a 
capability of hauling its train at a speed of 60 miles an 
hour on a level track, whereas, as already stated above, 
it is fair to infer from the shape of curve No. 1 that 40 
miles an hour would be an upper limit of the unloaded 
electric motor, while from the performances of locomo- 
tives similar to those tested, a speed of 90 miles an hour 
with a light train is probably within their capacity. 
The limit of speed of the Manhattan Elevated engines 
with a five-car train ona level track is probably no 
more than 33% miles per hour. 

The speed attained by the Hardie motor car was too 
low to form an accurate estimate of its upper limit of 
speed, but if we may judge of the probable form of its 
curve from the others, it appears that about 28 miles an 
hour would be that limit. 

Inasmuch, then, as acceleration is a matter of power 
and internal resistance, a comparison of the perform- 
ances of any two motors must simply resolve itself into 
the assertion that one had more or less power than the 
other per pound of weight moved and internal resist- 
ance overcome, the latter being a variable quantity. 
The results thus far obtained seem to show (1) that for 
low speeds and light loads the electric car can be, and, 
in fact, is made more powerful than the locomotive per 
pound of average load, but that for high speeds the loco- 
motive, thus far, holds the palm ; (2) that in actual prac- 
tice, it is probable the average locomotive exerts a 
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greater tractive pull per pound of weight moved than 
the electric car at speeds above 15 miles per hour, while 
at speeds below twelve miles per hour the electric motor 
is the superior, and finally (3) that the limit of speed 
possible with motors thus far placed in actual servi-ze is 
below that of the locomotive. 

These conclusions are not. based upon any theoretical 
or mathematical deductions whatever, but merely upon 
the actual performances of electric and steam motors in 
service. The problem of building a motor capable of 
hauling a heavy train at high speeds is a difficult one, 
and whether it be a locomotive or an electric motor it is 
not one to be lightly undertaken by a novice. To build 
a motor, electric or steam, that will propel itself at a 
speed of 60 miles an hour, may be comparatively easy, 
but to construct one that will haul a 390-ton train at the 
same speed is an entirely different matter, even though 
itis nothing more than the supplying of additional 
power, 





Our Future Seaports. 


BY ARCHIBALD A. SCHENCK. 


The Railroad Gazette recently made a brief allusion to 
the increasing draft of ocean vessels, and the conse- 
quent need of deeper and less circuitous harbor en- 
trances. Anything under a depth of 30 ft. may now be 
considered inadmissible for a port of the first-class, and 
no port having less than that depth of channel canin the 
future be considered as ‘in the race.”’ A small diagram 
is submitted showing the width, length and direction of 
channels of 30 ft. depth of high water of neap tides at 
important ports of the United States. It will be noted 
that the 30-ft. chantel into Boston harbor is lacking in 
depth at several points. The lower channels at New 


York are both narrow, and one channel is too indirect. 
Except in the case of New Orleans, the channels to inland 
ports are not shown on thediagram. This is not merely 
because, with one exception, our inland ports lack a 30- 
foot channel, but because a change, almost equal in im 


portance to increasing draft, is operating more strongly 
each year against inland ports. 

This change is the growing demand for a decrease of 
time in ocean voyages for freight as well as passengers. 
The ocean transportation lines are growing stronger, 
and are demanding it. The rapid methods of busi- 
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ness and sales of the present day are demanding 
such reduction. The railroads, which formerly resisted 
the demand in order to shorten their hauls, are now ac- 
ceding to it and making such concession, namely, de- 
livery at coast line, a card in their competition for busi- 
ness. An additional run of 100 miles, more or less, in 
order to reach a port directly at the coast, is not so 
serious for the railroads as it was in the days of higher 
rates and higher cost of railroad transportation. But to 
the ocean vessels a run of 100 miles or more inland has 
grown more serious every year. It will sson be a thing 
of the past, except when, in years of unusual and un- 
expected abundance, tramp steamers of light draft may 
come to inland ports and secure freights that the 
overtaxed coast ports cannot take care of. Just as 
transportation on the Erie Canal is dying a natural 
death from inability to increase cargoes and decrease 
time, so’ our inland ports are likely, except in un- 
usual years, to find their transoceanic freights lessen. 
Just at present the lack of satisfactory terminals and 
docks at our coast line ports is holding back this 
change. The railroads of the Atlantic Slope are doing 
effective main line work in economy of transportatior, 
and when they are furnished proper aid in terminals, 
docks and channels at New York and Boston, prob- 
ably almost the entire bulk of transatlantic commerce 
will be handled at these ports for our Northern 
states. 

On the Pacific Slope the harbor entrances for coast line 
ports are more satisfactory. Until this year there has 
been no lineof railroad extending to any deep-water 
port at the coast line north of San Francisco. The ocean 
carriers have until lately given less attention to the 
economies of their business than has been the case on 
the Atlantic, but the inland journey is becoming a heav- 
ier percentage of cost on the short voyage of to-day. 
With a much shorter voyage via Panama or Nicaragua 
Canal, the relative disadvantage in time and money of 
a long run inland will be greater, and the demand fcr 
good ports directly onjthe coast line will increzse. 

The Pacific coast railroads have been somewhat indif- 
ferent to economies of profile until lately, but the North- 
ern Pacific, Great Northern, and Canadian Pacific roads 
have now secured profiles vastly better for operating 
cost than the San Francisco roads.* The recent throw 
ing open of the Oregon Railroad & Navigation Com- 
pany’s line to all connections from the East secures by 
its low grade route westward from Spokane, for both 
the Northern Pacific and the Great Northern, the great- 
est posssible economy of profile that can be secured 
across the western part of ourcountry. Terminal facil- 
ities, the connecting link between good railroads and 
good harbors, are greatly lacking on the Pacific coast. 








American Society of Civil Engineers. 


e 


The programme of the annual meeting of the American 
Society of Civil Engineers appeared at length in our last 
issue. Wecan report now only the proceedings of the 
first session, namely, up to noon of Wednesday. 

The Society met in its beautiful house at 10 a.m, the 
President, Major Harrod, being in the chair, and with 
a large attendance. The reports of the Board of Di- 
rection, Secretary, Treasurer and Finance Committee 
were read and accepted. The total membership is now 
2,079, the net increase during the year having been 58, 
The new house has been secured and furnished and 
everthing set in running order, and it is now belived 
that the permanent loan will not be more than $90,000, 
and the income above running expenses will easily pro- 
vide for the interest. , 

The Norman medal was awarded to Mr. Julius Bair 
Associate Member of the Society, for his paper on ‘Wind 
Pressures in the St. Louis Tornado.” The Rowland 
prize was awarded to Mr. Arthur L, Adams, member of 





* For comparative profiles on a fairly Jarge scale see th 
Railroad Gazette J ane 30, 1893, page 476, . P 


the Society, for his paper on the “Astoria Water 
Works.” The Collingwood prize for juniors was not 
awarded. 

It was announced that a number of sheets of the His 
tory of the Society, prepared lasi year by the Secretary, 
remain unbound; that there isa profit of nearly $1.000 
on the sales of the History so far, and it was expressed 
as the sense of the meeting that it would be well for the 
Directors to arrange to have the sheets now printed 
bound in a cheaper form than heretofore and sold at a 
lower price. 

A resolution was offered and carried as follows: ‘That 
a committee be appointed to consider the subject of rail 
joints for standard steam railroads and to report to the 
Society certain types of joint for consideration and dis- 
cussion, and that this matter be referred to the Board 
of Directors under the provisions of the constitution.” 

A resolutiun was offered referring to the Board of Di- 
rection the subject of having a similar engineering com- 
mittee appointed to report to the society on paints and 
tests thereuf. 

Considerable discussion was had over an effort to dis- 
continue the use of the 24-hour system of time notation 
in the official documents and publications of the society, 
whict resolution was lost. 

Thetellers reported the eleetion of the following 
officers: 

President, Alphonse Fteley; Vice-Presidents: Ed- 
ward P. North and Frederic P. Stearns. 

Treasurer, Johu Thomson. 

Directors: S. L. F. Deyo, John Kennedy, Henry Man- 
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Profiles of Railroads Leading to the Pacific Coast. 


ley, Charles C. Schneider, John J. McVean and George 
Y. Wisner. 








Foreign Railroad Note. 





The governments coucerned have recently made ar- 
rangements by which the custom-house inspection of 
baggage on the limited express trains running between 
Calaisand Rome and between Berlin and Verona will 
be made on the trains. This is probably the first time 
this has ever been done in Europe, the ordinary con- 
struction of cars there making it very difficult. These 
limited trains are formed of cars constructed much like 
ours, 
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Ignorance and Railroad Invention. 





When the genius of the inventor is untempered by 
knowledge he may go to great lengths, and it is not to 
b2 expected that an art as important as the equipment 
of railroads is without examples of misguided inven- 
tion. We published last March some of the efforts of 
active-minded farmers and milliners to design couplers. 
We give nowa few of their studies in the general field, 
all taken from actual patents on record in Washing- 
ton. 

Perhaps the schemes for preventing collisions are 
among the best examples. In Fig. 1 a device is shown 
by which a truck is made to run some distance ahead 
of the locomotive. By electrical connections it will 
apply the brakes and reverse the engine. A series of 
telescopic tubes is fastened to the front of the locomo- 
tive frame and is attached at its forward end to a truck. 
This series is extended by compressed air aud held in 
position by a series of spring catches operated by a cord 
running to the cab. Springs coiled on the outside of 
the tubes force them into each other when the catches 
are released. There is a headlight on the truck, and 


















































































prop2lled ahead of the locomotive by a bar which has a 
notch in its forward endto 2ngage with a pin on a shaft 
mounted in the rear end of the anti-collision device. 
This shaft has a rope wound around it so as to hold the 
pin on the shaft from turning, the other end of this rope 
being wound ona drum on the central shaft. Thus at 
the same time that the cables are slackened and the de- 
vice lowered to the track the pin on the rear shaft is 
allowed to turn out of the way of the push bar so that 
the locomotive can run up the incline and tbus b2 
brought to a standstill. 

An invention operating on the same principle as that 
last described is shown in Fig. 3, but in this case provi- 
sion is made.for stopping the opposing train. This con- 
trivance dates back to 1865. It consists of two frames 
like simple roof trusses supported on wheels. The in- 
clined members of the frames are provided with ruiils 
that curve slightly to meet the track. 

The mvest audacious scheme for preventing collisions 
is illustrated in Fig. 4. This plan contemplates running 
one train over the top of the other. To accomplish this 
the cars at both ends of each train are inclined on top. 
A railroad track runs from the level of the main track 
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Fig. 5. 

















press messengers now enter the turrets and fire through 
the loopholes. The boom can be turned on its pivot by 
a circular rack and pinion operated from within one of 
the turrets, thus enabling the express messengers to get 
a rakiug fire down the side of the train. 

In 1838, when 20 miles an hour was a good speed, an 
arrangement was devised by which a speed of 100 miles 
an hour was to be secured. The scheme is illustrated 
in Fig. 7, and confidentially we may say that this is the 
original Holman ‘speeding truck” now under a loco- 
motive on the South Jersey Railroad, stock in which 
the dear public has lately been allowed to buy. Carried 
on wheels which run on the ordinary track is a second 
track several miles long. This second track was to be 
drawn by locomotives at a speed of 20 miles an hour. 
On the second track is a shorter third track, also sup- 
ported by wheels and drawn on the second track at 20 
miles an hour, giving it an absolute velocity of 40 miles 
an hour. Above this were third, fourth and fifth tracks, 
each of which was similarly supported, and above all was 
the train. In this manner, by giving each track a speed 
of 20 miles an hour on the track below, the train was to 
reach 100 miles an hour. 








Lake Ore Roads. 


Five ore docks sre now being rebuilt at Lake Superior 

orts. The aggregate expenditure will be about $1,025,- 
boo. The Duluth & Iron Range road at Two Harbors is 
rebuilding dock No. 2, to cost $250,000; the Duluth, 
Missabe & Northern is extending dock No. 2 at a cost of 
$200,000; the Chicago & Northwestern. at Ashland, is 
extending dock No. 1, cost $250,000: the Duluth, Superior 
& Western’s extension is to cost $50,000, and the Chicago 
& Northwestern at Escanaba (Lake Michigan) is rebuild- 
ing dock No, 2 at acost of $275,000. The Escanaha job 
has been let the past week to M. J. Peppard. of Minne- 
apolis This dock will be the highest on the lakes. and 
is to bave all the latest labor-saving devices. It will be 
12 ft. higher than the dock it replaces. and its dimensions 
are as follows: Height from water to train deck, 60 tt.; 
width, 50 ft.: length, 1,500 ft.; capacity. 31.000 gross tons. 
The great height is necessary to load into the newer 
lake freight ships, which stand so bigh out of the water 
that they make the old-fashioned docks of little use. 
























































































































































Fig. 1, 








Some of the Achievements of our Countrymen in the Field of Railroad Invention. 


above this a figure of a man, whose arms are operated 
from one of the truck axles so as to strike the bell in 
froat of him. A suitable device is provided to make an 
electric circuit when the pilot strikes an obstruction, 
and the train is stopped by mechanism in the cab oper- 
ated by electricity over the circuit thus completed. Pro- 
vision is also made for stopping the train in case either 
truck leaves the track. 
In case, however, the collision does take place some” 
thing must be done to prevent mischief. In Fig. 2 is 
showop a structure intended to be attached in front of 
the locomotive, the general form being that of a wedge 
up which the engine istorun. The device consists of 
two wedge-shaped sides having their upper edges formed 
into a track for the locomotive wheels. These sides are 
carried on axles and wheels, The central shaft has 
a pulley on each end. Cables are secured near the 
ends of the sides whence they pass over rolls on 
the journal blocks in such a way as to raise the 
structure on the supporting wheels. An arm secured to 
the central axle has itsend held by a latch from which 
acord runs to the lower end of a lever pivoted to the 
front of the structure which projects forward in position 
to be struck by another train or other obstruction. In 
this manner, when a collision occurs the lever in front 
is struck and releases the pivoted latch, which allows 
the central shaft to turn and slacken the cables, thus 
lowering the stracture upon the tracks. The device is 


up these inclined cars and along the top of the train to 
the other end where it passes down to the main track 
again. The track on the train 1s provided with siding 
and hinged joints to allow for motion between the cars. 
The end rails of the train track are vertically adjustable 
by screws. This scheme is intended not only to prevent 
collisions, but to enable trains to pass each other on 
single track roads and to enable a special to pass over 
slower trains running in the same direction. 

An anti-telescoping caris the subject of Fig. 5. The 
ends of this car are built at an oblique angle, and the 
cars are coupled by pins and S shaped links, so that as 
the cars leave the track the pins escape from the open 
hooks on the ends of the links, 

The many successful train robberies of late years 
have directed attention to burglar-proof cars; of 
which an example is shown in Fig.6. A boom which 
carries at each end a turret of steel is pivoted on 
the center of the car roof. The turrets are made of an 
upper and a lower section, which telescope. When the 
boom is in line with the car the turrets are directly 
above openings. Chains which are fastened near the 
bottom of the upper section of the turret, after passing 
over pulleys on the upper edge of the lower section, pass 
through an opening closed by a sliding door in the tur- 
ret bottom and support a ladder in the car. By pulling 


on the ladder the upper section of the turret is raised 
and retained in that position by spring catches. The ex- 





Besides the dock work now under way by ore-handling 
roads enough track construction is being done and 
enough equipment is being added to make $900,010 ad- 
ditional expenditure. This includes about 1,400 ore cars 
of the largest size, contracts for some of which have not 
yet been let. 

everal mines on the eastern Jake ranges are shipping 
ore by rail to Chicago this winter, and the business is 
expected to grow. 


A Record in Chimney Construction. 


The round brick stack of the power house of the 
Union Depot Railroad Company, St. Louis, which is 162 
tt high with an internal clear diameter of 8 ft., was 
built in 1890 in 43 actual working days. All but the 
lower 39 ft of this stack was thrown down during a tor- 
nado on May 27, 1896, and it became necessary to re- 

lace the stack in the shortest time possible. Charles 
Rontiecs & Co., contractors, rebuilt the stack from tke 
existing stub and finished the brick work in 11 working 
days and 1 hour, during the majority of which time 
nine men worked. Allowing for time lost on account of 
bad weather and when only eight men worked makes the 
total actual working time equivaient to 1204¢ hours for 
nine men. On an average these men laid in place 15,000 
bricks a day, so that each man handled 139 bricks per 
hour, or 2,3, bricks per minute. The fires were started 
under the boilers after the stack had reached a height 
of about 99 ft., so that for the last seven days the smoke 
interfered with the men, who had to work from a frail 
narrow scaffold. The reconstructed stack has now been 
in continuous service for a period of over 18 months, 
and has withstood several severe wind storms. These 
particulars are from a paper by Col. E. D. Meier .in 
Cassier’s Magazine for January. 
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EDITORIAL ANNOUNCEMENTS, 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
ttsimprovement. Discussions of subjects pertaining 
to ALL DEPARTMENTS Of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 








The rapid transit situation in New York City has 
reached a remarkably interesting stage—so little is 
known and so much can be imagined. The visible 
situation is that the Mayor has indicated pretty 
plainly that an underground project will not be 
favored by thisadministration and that the Manhattan 
Company will have at least a clear field ; the Presi- 
dent of the Manhattan has said and intimated that 
his company is prepared to put on electric traction 
and do other things; the Metropolitan Street Railway 
Company (the great surface company) has withdrawn 
in favor of the Manhattan; the Commissioners are 
ready to entertain the propositions of the Manhattan. 
All this is visible on the surface. What is below we 
can only conjecture. It is obvious that the burden 
is now on the Manhattan to prove its good faith. 
The way is clear, and the city waits to see if the 
Manhattan people really intend to improve their 
equipment, tracks and service at a cost of perhaps 
$10,000,000; or if they are only playing the old game 
of promising effectual changes on impossible condi- 
tions. We venture no opinion; but the opportunity is 
now before the Manhattan Company to prove that it 
can provide the needed transportation facililies and is 
ready to dosoon terms that the Commissioners and the 
city have the power to give. One of the most inter- 
esting developments of the last few days is the story 
that the Walker Company has taken the contract to 
supply the electrical equipment for the system. We 
cannot get confirmation of this, which is pretty good 
evidence that the contract has not been signed. On 
the other hand there are several plausible reasons to 
believe that such a contract will be made; among 
others the names of the new owners of the Walker 
Company and the date of the change of ownership. 
Those are full of suggestion as related to the last 
city election. But the Westinghouse Company does 
not yet consider that it is out of the competition, 
and probably the General Electric is also still in. 








The Railroad Commissioners of New York ask the 
Legislature to pass 16 amendments to the laws of this 
state. This looks like a long list; but, with the ex- 
ception of the propositions to ‘‘ summarily compel ” 
interlocking signals at street crossings which are 
used by electric cars, and to require gas or electric 
lights on all passenger cars, all appear to be com- 
mendable. Most of the proposed amendments 
simply correct obvious deficiencies in  exist- 
ing statutes. The two we have specified are 
commendable in spirit and we criticise only the 
apparent lack of the necessary provisos to cover ex- 
ceptional cases. But with these, as well as all the 
others, the main concern of the Commissioners, as of 
everybody else, must be as to whether they are likely 
to receive rational consideration from a legislature 
of the kind that we usually find at Albany. Ifa law 
is passed requiring the posting of time tables it is to 
be hoped that it will require them to appear a certain 
length of time before they are to go into effect: 
Superintendents often delay publication until the 
last moment, and even until some hours or days after 


a change has actually been made, to the inconve- 
nience of many passengers. Timetables published reg- 
ularly in newspapers need more intelligent care. 
For the old table to appear Saturday with no men- 
tion of a change that has been ordered for the follow- 
ing Monday is a clumsy disregard not only of the 
convenience of passengers, but of the interest 
of the road. The principal recommendation of the 
Commissioners, that for a $250,000 crossing appropri- 
ation, should be promptly taken up. The experience 
of Massachusetts in this matter during the past seven 
years appears to be entirely satisfactory, and as New 
York has already, by the law of 1897, approved the 
principle of state taxation for defraying a portion of 
the cost of improvements of this kind, it is only ordi- 
nary fairness to increase the appropriation \from 
$100,090 to $250,000. The smaller sum would have 
to be spread out so thin as to be almost 
invisible in so large a territory. As we showed last 
year, it would require a similar appropriation every 
year for 400 years to abolish all of the crossings in 
the state. Even the quarter-million now proposed is 
only about one-eighth as much per crossing as Mas- 
sachusetts appropriates annually, and at $5,000 for 
each crossing (one-fourth of a total estimated cost of 
$20,000) it will do away with only 50 crossingsa year. 
As there are 8,636 crossings in the state, we should 
thus be 173 years in finishing the job. 








A Standard Rail Joint. 


At the last convention of the American Roadmas- 
ters’ Association a resolution was passed, the pur- 
pose of which was to try to get the American Society 
of Civil Engineers to take up the rail joint question 
and settle it as the Society has settled the rail section 
for years to come. 

At the annual meeting of the American Society of 
Civil Engineers on Wednesday a resolution was in- 
troduced, the purpose of which was to procure the 
appointment of a committee of that Society to con- 
sider the subject of the rail joint and to report to the 
Society certain types of joint, for consideration and 
discussion. The appointment of a special engi- 
neering committee in the Society is a little com- 
plicated, and it can hardly be brought about 
in less than eight months time from now. The 
Board of Management may disapprove of it, or 
the. Society in general business session at the 
summer convention may disapprove of it, or finally 
it may fail when it goes to letter ballot after that 
convention. We judge, however, that there will be 
no difficulty in these various steps and that the com- 
mittee will finally be appointed. The work of the 
committee would necessarily be tedious, and if it 
should reach a final report in time for the anoual 
meeting a year from now it would do very well in 
deed. 

The work will be not only difficult, but in some 
ways delicate. The committee will have at once to 
face a complication which the Rail Committee did 
not meet, namely, the question of patents. The 
patents on rail joints are probably not as numerous 
as those on car couplers, but they must cover pretty 
nearly everything that can be patented, and there 
are two or three patented joints which may cover 
points which the committee would conclude should 
be embodied in the final joint. Therefore, it seems 
very likely that the upshot would be to do something 
like what the Master Car Builders’ Association did in 
the coupler matter—select a type to which inventors 
and patentees could work. 

It is not necessary to point out the importance of 
an investigation such us this committee could make. 
There are few details connected with railroads in so 
confused and unsettled a condition as the matter 
of the rail joint, and a committee going at that mat- 
ter with the authority of the American Society of 
Civil Engineers behind it could collect a mass of 
knowledge such as nobody else could collect ; and 
even if the final conclusion should be adverse to re- 
commending any type, the mere fact of accumulat- 
ing and making available that body of knowledge 
would be sufficient justification for the committee. 








Some Notes on Mixed Trains. 





The experimental mixed train on the Pittsburgh, 
Fort Wayne & Chicago, of which we gave a brief 
account on Dec. 10 has been taken off, apparently for 
the reason that the demand for that kind of a train 
did not prove so great as had been hoped for. This 
train, it will be remembered, was a freight train 
which, in order to accommodate passengers, not 
only limited its load but also the length of its stops 
at stations ; but it did ‘‘ peddling.” 

From a number of letters which we have received 
from railroad officers who read our note, it appears 
that the first query arising in the mind of a superin- 


tendent was, Why did not the Fort Wayne load this 
train with full carloads instead of trying to do a miscel- 
laneous package business at every station? Totry to 
accommodate passengers and packageffreight by the 
same train seems to be to attempt the impossible task 
of making the same stop both short and long. This 
was a very natural query, for both ancient and 
modern [railroad] history tell us, everywhere, that 
the simplest plan for accommodating the travel, 
where a passenger train does not pay, is to attach 
a car for passengers to a through freight train that 
makes the fewest possible freight stops. 

It will not do, however, to hastily judge the Fort 
Wayne on this ground, for long stops may in some 
cases bea help instead of an obstacle to passenger 
traffic. On the Chicago, Milwaukee & St. Paul 
there is a freight train, running between Oxford 
Junction and Calmar, Ia., on which the passenger 
earnings are larger than they are on the regular 
passenger train over that line, and its- station stops 
are not short. This is not because the passenger 
tyain runs at inconvenient hours; it is due to the 
fact that traveling salesmen and others having busi- 
ness at two or more towns along the line take advan- 
tage of the time while the train is doing its work \o 
call on merchants near the station, and thus save a 
large number of stopovers, On another part of 
the same company’s line (between Marion and 
Farley) there is a mixed train which accom- 
modates drummers in the same way. They visit the 
merchants during the time that the train stops at the 
station and thus cover many towns in a single day. 
The Milwaukee road also has mixed trains which are 
run largely for the purpose of accommodating live- 
stock traffic. A passenger train between Davenport 
and Monticello became so unprofitable that it seemed 
to be necessary to take it off, but by utilizing it for 
the transportation of live stock to Oxford Junction, 
the place where the stock takes the main line for 
Chicago, the company was able to keep the train 
running. In this case, of course, it was desirable 
that the four-legged passengers, as well as those in 
the varnished cars, should reach their destinations 
as soon as possible, so that all interests concurred in 
making the stops short. 

The speed of mixed trains basin the past been a 
difficult question. To make good time including 
stops requires high speed on all level and descending 
grades; but with no continuous brake, high speed 
was always dangerous. A bell-cord on the tops of 
freight cars is not a satisfactory safety-appliance, 
and soit has generally been felt that to combine 
speed (even moderate), and safety, in a mixed train, 
was a doubtful task. But with the general introduc- 
tion of the air-brake, so that not only the engineman 
but the conductor can always stop the train quickly, 
and of the M. C. B. coupler, reducing the shocks inci- 
dent to starting, stopping and slackening, the running 
of mixed trains is now much less troublesome, and we 
conclude that some managers who have been strongly 
opposed to them have lately modified their opposi- 
tion materially. Certainly it is not now difficult to 
get air-brake cars for every mixed train; and if a 
train is todo package business exclusively, it can 
use the same cars all the time. A train run to ac- 
commodate live stock would have to take whatever 
cars the stock was loaded in; but stock cars should 
be among the first to be equipped with air-brakes on 
every road. 

Questions of safety and facility of operation are not 
the only ones connected with running mixed trains. 
In meeting the demands of the traveling public on a 
line through a thinly settled country, railroad mana- 
gers find not only that the income of trains is insuf- 
ficient to pay their expenses, but often the situation 
is a great deal worse than that; the income of a train 
is so small as to be ridiculous. At the same time, to 
the few passengers who do wish to travel, the ques- 
tion of transportation is of vital importance. This 
is especially the case on lines where the general busi- 
ness prosperity has for any reason declined from the 
standard of past years, or where new competitors 
have entered the field. The road being in existence 
and being for some of the passengers the only means 
of communication, perhaps to and from the county 
seat, it isimportant that the public shall get all 
reasonable benefit out of its iron highway. In this 
connection a Western manager, commenting on the 
Fort Wayne experiment and the problem of satis- 
fying the passenger travel in a thinly settled country, 
says: ‘Three cents a mile for short passenger trips is 
altogether too low. Passenger rates should be based 
on the same principle as freight rates; very much 
higher per mile for short distances than for long. 
For one, two or three miles, even 10 cents a mile 
would not be too high; as distances increase the rate 
could be lowered, and for, say, 300 miles, two cents 
a mile would be reasonable, even in the Western 
states.” 
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The name of a train, and its reputation, which may 
sometimes depend on the name, constitute an ele- 
ment not to be forgotten. Where a passenger train 
has been run for many years and has become a fix- 
ture, any proposal to change it to a freight, or even 
to a mixed train, at once arouses the opposition of 
the public. The superintendent who finds that he must 
do something to increase the earnings of such a pas- 
senger train had better put on his freight cars without 
making much noise about the matter, if he can. On 
the other hand, if a certain division or district needs 
more passenger facilities it may be better to tell the 
public that you will carry them on the caboose 
of a freight train than to try to give the train 
the dignity of the new title of ‘mixed train”; the 
passengers will not expect so much, while at the 
same time the train can be kept just as punctual 
to time and the public just as well served, as 
though the change were more loudly heralded. On 
many of the roads in the more thickly settled 
states, and on almost any road which pays good divi- 
dends, the mere name “‘mixed train” will, of course, 
at once arouse criticism, if not derision; and yet, 
where freight trains are equipped with air brakes so 
as to be stopped quickly, and with M. C. B. couplers 
so that quick stops will not throw passengers off their 
feet, and where freedom from rear collisions is in- 
sured by telegraphic space intervals, passengers can 
undoubtedly be carried in cabooses with a high de- 
gree of safety. And with freight trains running, a 
manager receiving a demand for new passenger trains 
where the cost would be excessive as compared with 
the income, may very reasonably ask the public to 
compromise on a slow train; but he will have to be 
cautious in administering a dose which will be looked 
upon as so bitter, unless he takes care to have it well 
sugared. 








The New Russian Crain Rates. 

The rate at which grain is carried in Russia is a 
matter of very considerable importance to a good many 
farmers and carriers in this country, and of vital im- 
portance to many Russian farmers. They have long 
suffered from low prices, and, as in this country, the 
market and the farmer are often so far apart that the 
necessary cost of carriage becomes a great element in 
the farm price. After discussion and study actuaily ex- 
tending over years the government has found it prac- 
ticable to establish anew grain tariff. 

We have heretofore given an account of the tariff in- 
troduced in 1893, the chief feature of which was a rapid 
decrease in rates per mile with increases in distances 
carried, and we have also mentioned the recent discus- 
sions of different interests with a view to modifying, if de- 
sirable, these rates, and on the basis of the experience 
with them adopting a tariff which may be expected to 
be permanent enough to serve as a basis for the future 
conduct of producers. The government, near the end of 
September, announced its decision and the new tariff, 
which was to take effect Nov. 1, Russian style, which is 
our Nov. 13. 

In the new schedule the general system of differential 
rates, decreasing with the distance, as introduced in 
1893, is preserved. Not much change is made in rates on 
grain exported; a reduction was considered not only 
as useless, but in some degree injurious, especially to 
the interests which it was desired to protect. he differ- 
entials on inland shipments, however, were modified so 
that for the shorter distances, less than 316 miles, rates 
are reduced, and for greater ones, 532 to 745 miles, they 
are increased. (The old rates decreased very greatly for 
the greater distances.) The proposal to make rates on 
flour and grain different is not accepted, nor is any 
difference made between wheat and rye and the coarser, 
cheaper grains, but on by-products of flour and oil mills 
(bran and oil-cake) rates are reduced to about 0.7 cent 
per ton per mile for distances of 700 miles or less; for 
greater distances remaining as before, 10 per cent. less 
than the grain rate. No change is made on flaxseed and 
other oil seeds for export; they pay for 166 miles or more 
$7.20 more than grain per carload of 27,000 lbs.; for do- 
mestic consumption they pay the same as grain. Ter- 
minal charges are reduced from 0.7 kopek to 0.5 kopek 
per pood, and weighing charges from 0.25 to 0.20 kopek 
per pood; per carload of 27,000 lbs. these are reductions 
from $2.63 to $1.88 for the ‘terminal and from 94 to 75 
cents for weighing, the two together (if only one ter- 
minal is charged) amounting now to 194 cents per ton 
of 2,000 lbs. 

Thus the principle of the tariff of 1893 is maintained, 
and it may be consi*ered as the permanent policy of 
Russia to make rates for great distances extremely low, 
as they must be if the eastern parts of European Russia, 
not to say Siberia, are to be able to market their grain, 
The complaint of the central parts of the country that 
they were being deprived of their natural markets, the 
towns in their own vicinity, by the very low rates from 
distant districts where the soil is fertile and very cheap, 
have been recognized, not by raising the long-distance 
rates, but by lowering those for shorter distances on 
grain for home consumption, For distances of less 
than 360 miles the export rate is higher than the domes- 
tic rate. 

For exports the following rates are made by the new 





tariff, for carloads of 750 poods (27,000 Ibs.); for 180 versts 
(120 miles) or less, 30 kopeks per verst=22!¢ cents per 
mile. 

For greater distances up to 320 versts (213 miles), add to 
the 54 rubies ($27) for 180 versts, 12 kopeks per car per 
verst = 9 cents per mile. 

For greater distances up te 800 versts (532 miles), add 
to the $35.40 for 320 versts 11 kopeks per carload per 
verst = 81¢ cents per mile. 

For greater distances up to 1,120 versts (745 miles), 
add to the $61.80 for 800 versts 9 kopeks per carload 
per verst = 634 cents per mile. 

For all distances greater than 1,120 versts, add to the 
576 20 charged for that distance 64¢ kopeks per carload 
per verst = 4% cents per mile. 

At these rates a carload of 27,900 Ibs. from Chicago to 
New York would cost: $76.20 for 745 miles + $10.48 for 
the additional 215 miles + $1.88 for terminal (if it is 
charged only at one terminus and 75 cents for {weighing 
= $89.31 in all, which is 33.08 cents per 100 lbs., and 
therefore more than one-half more than our railroads 
are usually able to get, and twice as much as they get on 
a large part of the shipments. 

But this does not fairly represent the effect of the Rus- 
sian rates; for the greater part of the grain shipped from 
Chicago is produced far from that city, and the railroad 
rates west of it are much higher than east of 
it. From Omaha, for instance, 1,455 miles from New 
York, the charge by the Russian export tariff would be 
only $24.28 per carload of 27,000 lbs. more than from 
Chicago, and would amount to 42 cents per 100 Ibs.; from 
Jamestown, N. Dak., it would be $126 28 per carload of 
27,000 lbs, to New York = 46.8 cents per 1001lbs. To those 
who look for the deluging of Europe with wheat from 
the Siberian Railroad, we may add that this extraordi- 
narily low rate for great distances would amount to 68 
cents per 100 lbs. for wheat shipped from Spokane to New 
York, 2,882 miles. The additions for the greater dis- 
tances are at the rate of 0.36 cent per ton per mile, which 
gives 18 cents per 100 lbs. for every additional 1,000 miles. 

As inthis country most of the grain goes to an in- 
terior market before it is shipped to the seaboard, it 
will be interesting to apply the Russian tariff to 
some such American shipments, designed for export. 
Shipments from places 200 miles from Kansas City 
would cost at the rate of 13,6 cents per 100 lbs. to Kansas 

City; from Kansas City to Chicago, 22 cents; from Chi- 
cago to New York, 33. From the points 200 miles beyond 
Kansas City the through rate would be 27% cents per 100 
lbs. to Chicago and 43 cents to New York. Now the sum of 
the rates to Kansas City and from Kansas City to Chicago 
would be 35.6 cents, or29 per cent. more than the direct 
rate, and the sum of rates to Kansas City, from Kansas 
City to Chicago and from Chicago to New York, would 
be 67 cents, against the through rate of 45 cents. That 
is, the great interior markets would be abolished prac- 
tically, unless there was some provision for ‘‘storage in 
transit,’ like our milling in transit, and storage in 
transit was at one time proposed and we believe acopted 
in Russia, perhaps temporarily, to provide for a pressure 
of grain for which there was storage at comparatively 
few stations 

On grain for home consumption the new Russian 
rates per carload of 27,000 lbs. are: 

200 versts (133 miles) or less, 22 kopeks per carload per 
verst = 1614 cents per mile. 

Greater distances up to 540 versts (360 miles), 15 kopeks 
per verst = 1114 cents per mile. 

For all greater distances the domestic rates are the 
same as the export rates above. 

Thus a shipment of grain to St. Petersburg or Odessa 
over a Gistance of 183 miles will cost $28.20 (plus ter- 
minals) if exported and $22 if consumed in Russia, 
There must be some difficulty in ascertaining whether 
the grain is exported or not, but outside of these places 
the exporting cities are not large towns, and the rate 
was reduced chiefly fur the benefit of grain producers in 
the central districts, to protect them against those far 
distant. The very low rates for long distances are made 
to enable these latter to export their grain, not to enable 
them to compete with the older producers of Central 
Russia. This is likea provision to protect the grain- 
growers of Ohio and Pennsylvania against those of 
Nebraska and the Dakotas. 

A comparison of the new Russian rates with the old 
ones is complicated by the fact that in the old tariff the 
rates were per carload of 21,960 lbs., while in the new 
one the carload is 27,000 lbs., or about 23 per cent. more. 
The old export tariff made but three rates per verst— 
for the first 180 versts, for the 800 following, and for all 
additional distances; the new tariff, as shown above, 
makes five rates per verst; but application of them to 
many different distances shows that the difference in 
the actual charges is insignificant ; and the chief inno- 
vation is in domestic rates between 213 and 360 miles. 

It may be thought that we have paid more attention 
to these Russian grain rates than they deserve. Actu- 
ally, however, there are no railroad rates in the world 
out of North America which affect our railroads so di- 
rectly. Russia isthe only country in the world, except 
a small part of India, in which grain is carried for ex- 
port over What we would call long rail routes. Its rail- 
road system is undeveloped, but is now growing, and 
apparently the country will be able to increase its pro- 
duction materially if it can find a market for its grain 
at remunerative prices. The grain-growers, however, 
have had serious losses at the prices current of late 
years, and the tariff of 1893 was devised after careful 
study of the conditions governing production for ex- 





port, not only in Russia but in the other chief exporting 
countries. There has been time enough to test this 
tariff, and the establishment of it asa declared perma- 
nent policy (for we see that the export rates are substan- 
tially unchanged in the 1897 tariff) shows us what we 
have to depend upon. Russian export rates are not to 
be higher, but they are also not to be lower than they 
have been since 1893. 








In our issue of Dec, 31 we noted in detail the opening 
of the bids for the eight-track movable bridge over the 
Chicago Drainage Canal near Campbell avenue. At a 
meeting of the Trustees of the Sanitary District, Jan. 
11, the contract for the superstructure of this bridge 
was awarded to the King Bridge Company, of Cleve- 
and, and that for the substructure to the Lydon & 
Drews Company, Chicago. While it would naturally be 
supposed that this would settle this matter, in which a 
great deal of interest has been. taken, yet the final con- 
tract for the work cannot be closed until the three rail- 
roads interested have approved the plans of this swing 
bridge designed by the Sanitary District engineers. We 
are informed that so far one road only has approved the 
plans, and also on fairly good authority we learn that 
the engineers of both the Chicago & Northern Pacific 
and the Pittsburgh, Cincinnati, Chicago & St. Louis 
railroads prefer a bridge made upof more than one unit, 
and are opposed to the swing bridge design where all the 
tracks are carried on a single movable structure. The ob 
jections urged against the swing bridge are certairly 
important from the standpoint of the railroads, and 
some of these objections were mentioned in our issue 
of July 2last. According to the agreement between 
the railroads and the Sanitary District a bridge must be 
built which meets with the approval of the railroads, 
and, further, the cost must be borne by the Sanitary 
District; it therefore follows that the Sanitary District 
is anxious to build the cheapest bridge possible without 
reference to the inconvenience which an unsuitable 
bridge would afterward cause the railroads through de- 
lays to traffic. On the other hand, it would be poor 
business policy if, under the conditions of the agree 
ment, the railroad should accept any but the most suit- 
able design offered and should consider the question 
from merely the standpoint of first cost. What the out- 
come of this matter will be or what style of bridge will 
eventually be built at the eight-track crossing cannot be 
foretold now. 








“* Spring Travel to Alaska” has been a favorite news 
theme with the daily papers during the last few weeks. 
It has been said that the railroads were making great 
preparations to handle a largely increased tourist busi- 
ness, and that in some cases new cars were being bought 
In December one of the Chicago daily papers called 
100,000 ** a very conservative estimate of the number of 
those who will make the trip to Alaska.” We have in- 
quired of the transcontinental roads west ef Chicago, 
and of the Chicago roads connecting with them, and 
from six replies we gather that four roads expect a 
considerable increase of travel on this aceount the com- 
ing spring, but can make no estimate of what the busi- 
ness will amount to. One road adds that while thous- 
ands talk of making the trip, only a small percentage 
will actually start. One road hassent out 3,000 postal 
cards to ticket agents east and south of Chicago, but 
less than 10 per cent. of the replies show any business 
for Alaska in sight. This road predicts that not more 
than ten or fifteen thousand people will pass through 
Chicago for North Pacific coast points. The sixth road 
writes that while not able to give an approximate esti- 
mate of the number of people who expect to make the 
trip, the indications are that it will be very large, and 
that to meet the traffic this road has bought a number 
of tourist sleepers and day coaches and some new loco- 
motives. The substance of all our reports but one is 
that the railroads which would be most directly affected 
have not found it necessary to make ary unusual prepa- 
rations to take care of extra business; and as regards 
the one road which has provided additional cars, there 
seems to have been ample reason for making such an 
increase of facilities even if the Klondike had never 
produced any excitement in the Eastern states. 








The State Railroad Commissioners of Connecticut, in 
their annual report, speaking of the motor passenger 
car recently built by the New England road, say that 
‘*it would seem that the location of an engine in a com- 
partment of a car used for the transportation of passen- 
gers might introduce anelement of danger from steam 
and fire, in case of accident, that would equal or exceed 
the danger arising from the use of carstoves for heating 
purposes.’’ Quitelikely this view is right; but what 
weight should attach to the implied criticism? In the 
conditions which call forthe use of motor cars most peo- 
ple would rather ride in a locomotive, sitting in the cab 
itself, crowded a trifle, perhaps, by the fireman, with 
his dirty hands and clothes, than go by horse conveyance 
or by bycicle or on foot. The function of a motor car is 
to carry passengers where a train cannot be made to pay, 
and where other conveyances are too slow and costly. It 
is largely a question of speed. There are hundreds of 
trains now running (those with no baggage car between 
the engine and the first passenger car) which, at the 
speed they run, probably involve the passengers in more 
risk of injury from fire than a steam motorcar does 
when run at speeds suitable for its conditions. Perhaps 
it could be shown by statistics that for a given journey 
one would be safer on a car containing a hot stove than 
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he would be if he went afoot, specially if it were in the 
wilds of Connecticut. It is highi; probable that such a 
car would be safer than ordinary wagon travel. 








Judge Clifford, in the Cook County Circuit Court, at 
Chicago, has granted a new trial in the Ketcham case, 
holding that the charge of the judge to the jury in the 
trial court was erroneous. In granting a new trial 
Judge Clifford gives a very brief opinion, not more than 
a dozen lines, but he says that ‘‘the verdict would not 
stand for a moment in a higher court.” This case, 
it will be remembered, is that in which a jury returned 
a verdict of $21,666 against the Chicago & Northwestern 
for alleged blacklisting. It was reported in the Railroad 
Gazette of Dec. 31 and Jan. 7. 





NEW PUBLICATIONS. 





High Masonry Dams. By E. Sherman Gould, M. 
Am. Soc. C. E. New York: D. Van Nostrand Co. 
1897. (Van Nostrand’s Science Series, No. 22.) 16mo, 
pp. 88. 

This little book is intended to replace the original No. 
22 of Van Nostrand’s Science Series, the theory of high 
masonry dams having been more fully elucidated since 
that book was issued. The subject is treated clearly 
and concisely. In the first part of the book sufficient 
theory is presented and formule given to enable the 
method of treatment to be understood by an engineer. 
In the second part, the method of designing a high 
masonry dam is illustrated by a uumerical example. 
The fact is pointed out that in a dam over 80 ft. high a 
section which is safe against crushing strains is also 
secure against sliding and overturning and, therefore, a 
computation of the resistance to crushing is all that is 
needed. For finding the correct distribution of the 
stress on the wide base of a polygonal section, the author 
suggests a modification of the formule previously used, 
which seems to be rational and judicious. 

To the majority of those who will use the book, the 
actual numerical solution of a special problem will 
doubtless be the easiest explanation of the mode of cal- 
culating a dam section, but it is to be regretted that 
there was not added a page giving a figured diagram 
and formule for those who are accustomed to calcula- 
tions of the sort. Uniformity of nomenclature is also 
desirable. In one part of the book d stands for one 
thing and in another part for another thing. There are 
several typographical errors, which are inexcusable in a 
scientific work and lead one to question the reliability 
of formule given. Lhe term density is used through- 
out as synonymous with weight, which is not correct. 
There are some rather odd and slovenly expressions 
which strike one somewhat disagreeably as being out 
of place in a book of this kind. 

It would have been well if the author had taken ad- 
vantage of his opportunity to point out the fact that 
there is less danger of failure by crushing of the mason- 
ry at the toe in a dam across a narrow gorge curved 
down stream, than in one of the same section either 
straight or curved up stream so as to produce what is 
called arch-pressure. It would have done no harm to 
give the demonstration of this fact, although it might 
have led to convulsions among the advocates of curved 
dams similar to those which attack the believers in 
underground transit when it is hinted that a tunnel 
may be damp and disagreeable at times. 

On the whole, the author may be congratulated on 
having produced a valuable addition to dam literature. 





Passenger Fares.—This is the title of a pamphlet 
which has been issued by Mr. George DeHaven, General 
Passenger Agent of the Chicago & West Michigan and 
the Detroit, Grand Rapids & Western railroads. It is 
printed at Grand Rapids, but no price isshown. It isa 
brief argument, based on a good deal of study, to show 
that with very few exceptions passengers are carried at 
a loss and have been thus carr‘ed practically, ever since 
railroads were started, and that the loss is made up 
by earnings on freight. In the course of{Mr. DeHaven’s 
studies he has made a lot of ‘‘random notes’’ on passen- 
ger transportation, going back to the year 1285, and 
these are given in the pamphlet in chronological order. 
These notes are of a good deal of interest, the author hav- 
ing brought together numerous interesting facts con- 
cerning transportation history which one is likely to 
hunt for in many books. He notes, for instance, that 
the English Parliament first levied tolls for repairing 
roads in 1346; and that in 1610 the use of coaches had 
become so prevalent that a bill was introduced in 
Parliament to restrain their excessive use, as 
they were damaging the business of the boatmen on 
the Thames River. The first omnibuses appeared in 
Paris in 1652. Regular mail between Philadelphi: and 
Pittsburgh was established in 1786; time, seven days; 
fare, $20; coaches once in two weeks, 14 lbs. of baggage 
free. The first “limited”? was in 1793, when a coach run 
ning from Boston to New York in 3!s days charged 4d. 
per mile, while the regular line took 4 days and charged 
only 3d. per mile. This ‘‘limited’’ had ‘‘small, genteel, 
easy carriages with smart, good horses.’’ Each coach 
took only four inside passengers. The first “limited” 
between New York and Philadelphia was in 1800. It 
started at 1 p. m. and reached the other end of the road 
at 8 o’block the next morning, the same‘time as the regu- 
lar stage starting five hours earlier. ‘the extra fare was $3, 
making $8, gross, on the fast stage. The declaration that 
charges for freightshould be what the traffic would bear 
was made by Charlies Elliott in 1840. An agreement look- 


ing tothe regulation of competition was had between the 
four trunk lines leading west fromthe Atlantic seaboard 
in 1855;‘‘ an army of drummersand runners was dispensed 
with,” or at least that seems to have been the intention, 
and “joint agents were maintained at all important 
points.”” In that yearan agreement was made materi- 
ally reducing the rates of speed, but it did not last long. 
An advertisement of an excursion from Philadelphia 
to New York Bay and return, July 4, 1844, gave the 
price of a single ticket as $2, for a gentleman and lady 
$3, and for children and servants 75 cents each. The 
last half-dozen pages of these notes deal chiefly with 
passenger rates on the various roads and in various 
states, and they are brought down only to the year 1865. 

Fifteen pages of the pamphlet are taken up with ab- 
stracts of the present laws of each state and territory 
relating to passenger fares, and brief summaries of the 
practice in the different states as regards passenger and 
baggage rates. 








TRADE CATALOGUES. 





Brakeshoes.—We are in receipt of a 31-page pamphlet 
just issued by the Sargent Co., Chicago, in which are 
given the results of laboratory and service tests of the 
‘‘Diamond S” brakeshoe. This shoe was illustrated in 
our issue of Sept. 24and Nov. 26 we published an account 
of tests made on the brakeshoe testing-machine at 
Wilmerding, Pa. The Sargent Co. has now put in very 
convenient form for reference the information which 
has lately been collected regarding this new shoe. The 
greater portion of the pamphlet is taken up with quite 
a full abstract of the report of the recent Wilmerding 
tests, conducted by Mr. J. C. Whitridge, of the Railrcad 
Gazette; the tabulated results are given in an appendix. 
The main results of the road tests are contained in a 
general discussion of the new shoe by the Sargent Co. 
and the relative wear of “Diamond S” and plain cast- 
iron shoes is well shown by half-tone engravings made 
from photographs of such shoes used in the same 
service. 

This pamphlet will be sent out only upon application 
to the offices of the Sargent Co. The general offices are 
at 675 Old Colony Building, Chicago. 





Car Coupler Defects.—An attractive publication is a 
pamphlet issued by the Railroad Supply Co., Chicago, 
entitled ‘Defects of the M.C.B.Couplers and their 
Cures,” which is always a subject of much interest. 
There are many engravings illustrating fully the points 
brought out in the discussion, which add to the value 
of the book. The mechanism of the Hien coupler is 
well shown. 

An appendix contains brief descriptions of the Barr 
vestibule, Walhaupter tie plate, Economy journal box 
lifter, Walhaupter cattle guard, Chicago crossing signal 
and the Anchor tie-plate rail brace. 

The American Railway Electric Light Co., of 14 Stone 
street, New York City, recently issued a small catalogue 
in which the company’s new automatic electric lighting 
apparatus for railroad cars is described and illustrated. 
This is an axle light with auxiliary storage batteries. 
For description and tests see Railroad Gazette of June 
8, 1894, and May 14, 1897. 








TECHNICAL. 





Manufacturing and Business. 
Buckeye couplers have been specified on the 500 box cars 
now being built by the Michigan-Peninsular Car Co. for 
the Cincinnati, Hamilton & Dayton. 

The Berlin Iron Bridge Co., of East Berlin, Conn., 
has a contract fora new drawbridge over the South 
Shrewsbury River, in Monmouth County, N. J. This 
bridge isto be 180 ft. in length and 40 ft. in width. The 
Berlin Company have the contract for both the sub- 
structure and superstructure. 

The Charles Hillman Ship & Engine Building Co., 
Philadelphia, Pa., is erecting a large boiler shop 100 x 
40 ft. 

The Pennsylvania Car Wheel Co, of Pittsburgh, cap- 
ital $100,000, was chartered Jan. 15 with these directors: 
Joshua W. Rhodes, Allegheny, Pa., President; Wm. L. 
Elkins, James O. Rhodes, Pittsburgh; Chas. V. and 
Alex. W. Slocum, Buffalo. 

The contract for erecting the buildings for the new 
rolling mill plant at Scottdale, which is to be operated 
by the Old Meadow Rolling Mill Co., has been awarded 
to the Shiffler Bridge Co. The main building wiil be 
60 x 300 ft., with two lean-tos 26 x 300 ft., a boiler house 
40 x 80 ft., and a foundry 40 x 80ft. The buildings are 
to be of steel construction and fireproof. The Case Még. 
Co., of Columbus, O., was awarded the contract for a 
20-ton electric traveling crane, to travel the entire length 
of the main building. The contracts for engines, boilers, 
etc., have not been let. 

The Wellman-Seever Engineering Co., of Cleveland, 
has closed a contract to supply he Union Dry Dock of 
the Erie Railway at Buffalo with a cantilever electric 
crane with a single overhang, the span to be 170 ft. 

Stowell & Cunningham, of 51 State street, Albany, 
N. Y., have been appointed inspectors of the steel an- 
chorages for the new East River Bridge. 

Stanley G. Flagg & Co., of Philadelphia, have opened 
a New York office in the St. Paul Building, to be under 
the management of C. A. Jaynes. 


Mr. J. H. Long has been appointed General Sales Agent 
of the Cloud Steel Truck Co., with office in Chicago. 


The Pittsburgh Woven Wire Fence Co., of Pittsburgh, 
Pa., has been granted a charter of incorporation. The 
Directors are: John A. Silliman, Owen W. Sadler, Bid 
dle Authors, David K. Boas and Jacob Schuman, of 
Pittsburgh. The capital stock is $200,000. 

An application for a charter of incorporation has been 
made by J.& J. B. Milholland Co., of Pittsburgh, 
builders of hoisting engines and general machinists. 
The incorporators are: James Milholland, H.C. Mil- 
holland, Joseph McConnell, W, P. Potter and H. E. 
Lineaweaver. 

The regular quarterly meeting of the Davis & Egan 
Machine Tool Co., of Cincinnati, was held on Jan. 12. 
The officers for the past year were re-elected: Charles 
Davis, President; W. H. Burtner, Vice-President and 
Treasurer; B. B. Quillen, Secretary and General Man- 
ager. A dividend of 3 per cent. was paid to all stock- 
holders out of the earnings of the past three months 
making a 12 per cent. dividend for the year. 


The Ellis & Lessig Steel & Iron Co., Ltd:, of Potts- 
town, Pa., has decided to erect an open-hearth steel 
plant of twe 20-ton furnaces and a 30-in. universal mill 
They are now considering plansand receiving estimates. 
The orders for machinery and buildings will be placed 
immediately after plans have been adopted. J. B. Lessig 
is Secretary and Treasurer. 

Wm. MclIlvain & Sons, of Reading, Pa., will close 
down on Feb. 1, and the plate mill will be sold in order 
to settle the estate and interest in the firm of M. C. Mc- 
Ilvain, deceased. 

The Pittsburgh Bridge Works, of Pittsburgh, Pa, 
has removed its Minneapolis office to St. Paul. 

The Payne Works, located at Elmira, N. Y., and 
which have been shut down for overa year, will be 
opened again. The plant, including the real es- 
tate and machinery, was sold for $45,300. It is an. 
nounced that the plant will be reopened by B. N. and 
B. W. Payne, who will act as representatives of Mrs. A. 
R. Payne, Helen A. Payne, and S. Kate Payne, the new 
owners. The Payne Engineering Co., of New York, who 
handle the Payne engines, has been having them built 
during the time the Payne Works were closed by a firm 
in Newburgh, but the business will be brought back to 
Elmira. 

The Boston & Maine and Maine Central railroads have 
awarded a contract to the Weber Railway Joint Mfg. 
Co., Cotton Exchange Building, New York City, for all 
rail joints for both new and old rails that will be needed 


during 1898. 
Iron and Steel. 


The Steubenville furnace of the Riverside Iron Works, 
Wheeling, W. Va., has been blown in under lease to the 
Aetna Standard Iron & Steel Co., of Bridgeport, O. 

Andrew Brady, Manager of the Colebrook furnaces of 
the Lackawanna Iron & Steel Co., of Scranton, Pa., has 
resigned, his resignation to take effect March 1. 

The name of the Forest City Wire & Iron Co., of 
Cleveland, has been changed to the Forest City Steel & 
Iron Co. 

Work is being pushed at North Lebanon, Pa., fur- 
naces, preparatory to putting in blast furnace No. 1. 
which has been idle for the past 18 months. 

The Frank-Kneeland Machine Co. was awarded the 
contract for constructing the new 38 in. blooming mill 
tor the new open-hearth steel plant at Homestead on 
which the work of building was started last week 
by the Carnegie Steel Co. The improvements to be made 
will amount to between $300,000 and $400,000: Other 
improvements tor the plants at Homestead and Brad- 
dock, under way in the past three weeks, are about com- 
pleted. 

W. J. Adams will erect at Joliet, Ill., a three-story 
brick factory, 66 x 120 ft., for the manufacture of wire 
fence and a general line of iron work. 


New Stations and Shops. 
On Dec. 24, 1897, an ordinance was passed by the City 
Council of Dayton, O., providing for the construction of 
a new central passenger station in that city. This 
ordinance has now been accepted by the railroad com- 
panies interested, who have incorporated the Dayton 
Union Railway Company. Bids will be received and 
contracts let for the new station as soon as plans and 
specifications have been adopted, probably within 90 
days. The station will be located about on the site of 
the old one, but the dimensions and material to be used 
in the construction of the building have not yet been 
determined upon. 
Interlocking. 


At Springfield, Ill., on Jan. 14, the Illinois Railroad and 
Warehouse Commission rendered a decision in favor of 
the Illinois Central against the Peoria, Decatur & 
Evansville, allowing the Illinois Central to cross the 
tracks of the defendant company at grade in the city of 
Mattoon. Defendant had claimed that an underground 
or overhead crossing would be better for both roads, but 
plaintiff showed this to be impracticable and the Com- 
mission decides that plaintiff may cross at grade, and 
that an interlocking plant must be erected and main- 
tained at the cost of both roads. A plan must be filed 
within 60 days. 


Pig Iron Production in December. 


According to the monthly report of the production of 
pig iron, as given in the Jron Age, there were 188 fur- 
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naces in blast Jan. 1, with a weekly capacity of 226,608 
gross tons against 190 furnaces in blast Dec. 1, 1897, with 
a weekly capacity of 226,024 gross tons, and against 154 
furnaces in blast Jan. 1, 1897, with a weekly capacity of 
159,720 gross tons. The stocks sold and unsold Jan. 1 
amounted to 736,366 gross tons against 723,885 tons on 
Dec. 1, 1897. _ 
Air-Brake Litigation. 

In our issue of Jan. 7 appeared a note under this head 
which is corrected by the following letter from the New 
York Air Brake Co: 

“No injunction was issued by the Court, but the road 
was allowed four months in which to remove the in- 
fringing valves, and the Court stated that unless it was 
done at that time an injunction would be issued. It is 
not the brake which is being manufactured and sold by 
the New York Air Brake Company at this time which 
was the subject of litigation, but was an old form of 
valve which this company have not manufactured or 
sold for the past three years.” 


A New Chain Pipe Wrench. 

The cut herewith illustrates a drop-forged, steel chain 
pipe wrench for gripping, turning or holding pipe, bolts, 
bars, shafts, etc., from 1 in. to 12 in. in 
diameter. It is madein seven sizes and 
either cable or flat-link chain can be 
used. It has duplicate reversible, inter- 
changeable jaws, serrated on both sides. 
The teeth are of saw temper, and may be 
sharpened by filing, obviating the necessity 
of a blacksmith’s assistance when the 
teeth become dull, 

The chain swings from the center, and 
can be used on either side of the jaws. If 
the teeth on one side break the tool is not 
disabled, as it can be used instantly on 
the other side. The chain can be 
changed when necessary in a minute or 
two. 


The makers claim that this tool is 
équally efficient on fittings and straight 
pipe, in corners, against walls, between 
floors, in ditches or for overhead work. 
It is manufactured by J. H. Williams 
& Co., 31 Richards street, Brooklyn, N. Y. 

The State Line Interlocking. 
As noted in another column of this issue, the members 
of the Riilway Signaling Club and their friends visited 
the State Line Interlocking on Jan. 11. We note a few 
features of this plant supplementary to those given in 
the description published in our issue of Dec. 17. 

The aggregate length of the locking bars in the ma- 
chine is 2,500 ft., and there are over 900 locking dogs, yet, 
as shown by the illustration of the machine, the locking 
is remarkably compact. The grouping of the levers so 
thatin allordinary cases the signalman can clear the sig- 
uals for a train without walking more than one-third the 
length of the tower is found highly satisfactory, simpli- 
fying the work very much. The pipe connections used 
at this plant aggregate nearly 62,009 ft. in length, equal 
to about 12 miles, and to 47 tonsin weight. The length 
of wire used was 109,000 ft., or about 21 miles. At cer- 
tain points where connections are carried under the 
tracks, they are supported by a stzel tie of special de- 
sign. The foundations for the rod connections are of the 
improved wooden design, illustrated in the Railroad 
Gazette of Jan.%7. Thecrank and compensator founda- 
tions are set in concrete. 

The most of the signal arms are painted the usual 
colors, red and green, but those for the Chicago & West- 
ern Indiana and for the Pennsylvania are all painted 
yellow, and those for the Pennsylvania are of the stand- 
ard design used on that road, in which the arm, when in 
the all-clear position, hangs parallel to the post. The 
work at this tower is done at all hours by two men. They 
work eight hours each, so that six men, with one repair- 
man and a lamp man, constitute the whole force. The 
number of trains passing each 24 hours is about 290, and 
about 50 train orders and 50 ordinary telegrams are 
handled daily. 

This interlocking will be under the direction of George 
Espy, Signal Engineer of the Chicago & Western In- 
diana. 














THE SCRAP HEAP. 
Notes, 

Binghamton Division, No. 154, of the order of Rail- 
way Conductors, has adopted unanimously a resolution 
condemning and repudiating the Railway Conductors’ 
Club of North America. 

On the Atchison, Topeka & Santa Fe, passengers rid- 
ingon annual passes now have to give the conductor, 
each trip, their autograph, on a card which is afterward 
sent to the General Manager. 

The Central Vermont Railroad, which runs a freight 
steamer between New York and New London, now em- 
ploysasingle crew of freight handlers, living on the 
boat, and these men do the work at both ends of the 
line. Heretofore there has been a separate gang at each 
end. 

Porters wearing red caps, employed exclusively to at- 
tend passengers alighting from incoming passenger 
trains, are now employed in Chicago at the stations of 
the Chicago & Northwestern, and the Illinois Central, 
and also at the Polk street and the Grand Centra] sta- 
tions, ; * 


The Pittsburgh Terminal Warehouse & Transfer Co. 
has been formed at Pittsburgh by Capt. James A. Hen- 
derson and others interested in river transportation 
Itis said that the company will build a steel storage 
warehouse to cover over three acres of ground. 

The Illinois Central has issued a circular to em 
ployees, stating that arrangements have been made with 
the Railway Officials and Employees’ Accident Associa- 
tion to insure them at reduced rates against accidents 
and requesting them to avail themselves of the offer. 
The cost of the insurance is shared by the company. 

A press dispatch from Montreal says that there isa 
movement on foot to get the Dominion government to 
take over various poor railroads in the maritime prov- 
inces and work them in connection with the Inter- 
colonial. There are 16 roads with a total length of 993 
miles. Only one of them earns as much as $3,000 per 
mile per year. 

On the Elgin, Joliet & Eastern 283 men have worked 
under Brown’s discipline during the past year; of these 
14 received demerit marks in such number that, under 
the rules, they had to be discharged, 107 had perfect rec- 
ords and 25 received special credits. The demerit marks 
recorded during the year represent, on the basis of one 
day’s wages for each mark, $4,222, and this represents 
the wages saved by the men as compared with the 
former plan of suspensions tor misbehavior. 

The Governor of Mississippi, in his message to the 
Legislature, has recommended the rep eal of the laws 
under which the railroads are exempt from taxation 
until they shall have earned 8 per cent. on their cost, 
He says that certain roads have long been able to pay 8 
per cent , but have refrained from declaring a dividend 
so as to avoid payment of taxes. The Governor also 
recommends prohibiting the running of freight trains 
on Sunday, and the prohibition by law of combinations 
between railroads or any effort to restriet competition. 


The Pennsylvania Limited. 

The Pennsylvania Railroad announces complete new 
equipment for its 24-hour limited trains between New 
York and Chicago, 23 new cars having just been turned 
out of the shops of the Pullman Company, at Pullman, 
Ill, The exterior of these cars is painted in colors, green 
below the window sills and cream color above, with let- 
tering and ornamentation in gold. One of the trains 
consists of seven cars and was exhibited last week in Chi- 
cago, Philadelpnia and Jersey City. On this train the 
observation car is named ‘Fortuna,’ and is spoken of as 
the pride of the Pullman shops. It contains, in addition 
to the observation room, six exclusive compartments, 
each finished in a _ different colored wood, and 
furnished to correspond. One compartment is 
finished in Circassian walnut; another in Tobasco 
mahogany; avother in English oak; another in 
vermillion; another in rosewood; another in St. 
Jago mahogany. ‘The upholstery and drapery in 
each of these compartments is wrought tapestry. The 
observation room contains a handsome secretary and 
bookcase. The woodwork of this car is most ornate and 
beautiful. The ceiling is elaborately decorated in green 
and gold. The ceiling of the observation platform is 
dome-shaped and is about 9 ft. in diameter. ‘I'he whole 
train is lighted by electricity, produced by a dynamo in 
the baggage car, and also has Frost lamps for gas. The 
other cars are as handsome in their way and as taste- 
fully designed as the ‘“‘ Fortuna.’’ Each sleeping car 
has one stateroom, and the staterooms are finished in 
white (or very light colors) and gold. All the vestibules 
are full width and these and the outer passageways 
have interlocking rubber tiling. The trap-door portions 
of the vestibule floors are fitted wich springs so that they 
can be dropped quickly without slamming. 


The Florida Limited. 

The Southern Railway has put on its Florida fast train 
for the season, and Philadelphia newspapers report that 
each of the trains is made up wholly of new cars. The 
time through from New York to Jacksonvilleis 264 hours 
The cars are fitted up with all the luxurious appliances 
of the best limited trains, and there is a compartment 
sleeping car; and, according to the credulous Philadel- 
phia reporter, the Southern has one feature not to be 
found on any other road; that is, an engine which can 
haul 33 sleeping cars at the rate of 60 miles an hour. 
Moreover, there are three of these marvelous machines. 
Possibly the reporter was confused and meant tosay that 
all three of them together could ‘*‘ yank” 33 cars. 


The Trial of Captain Carter. 

The trial by court martial of Capt. O. M. Carter, Corps 
of Engineers, U. S. A, opened in Savannah, Jan. 12, 
Brig.-Gen. Elwell S. Otis presiding. Four charges were 
read, each charge containing from one to twenty speci- 
fications. Frank P Blair, of St. Louis, associate counsel 
for Captain Carter, put in a formal plea of the statute 
of limitations upon all the chargesdating back as far as 
two years. This plea was sustained by the court, which, 
in so doing, leaves only those charges pertaining to the 
work in Cumberland Sound and in the Savannah dis- 
trict for the last two years to be investigated. 


Change of Gage Proposed for the Honduras Line. 


The narrow gage road in Honduras, extending from 
Puerto Cortes south through San Pedro to La Pinienta, 
about 60 miles, is soon to be made standard gage. A. R 
T. Lackie, of pres Cortes, is Chief Engineer. 
Commercial High School for Magdebarg, Prussia. 

A Government Consular Report states that the 
Prussian government is about to establish a Commer- 
cial High School at Magdeburg. The existing commer- 
cial schools are of lower grade and lack competent 
instructors. The teachers are either of the commercial 
class, who have had no pedagogical training, or are 
trained teachers who have had no instruction in special 
mercantile matters. Tne plan includes in all 19 profes- 
sorships.only about nine of which will be new positions, 
the other 10 being taken from_the various tech 1ical and 
high schools of Magdeburg. The curriculum covers the 
four modern languages, English, French, Spanish and 
Russian; studies in political economy, finance and sta- 
tistics, tnecommercial exchange,commercial geography 
and history,insurance, banking,stock exchange,transpor- 
tation and customs; studies in technology, physics, and 
descriptive natural history; studies in state and citizens’ 
rights; studies in commercial intercourse and in mathe- 
matics. This is another step in the policy of the German 
Empire to instruct its citizeas so as to insure the exten - 
sion of trade w'th foreigu countries, 


LOCOMOTIVE BUILDING. 


The Michigan Central is building six six-wheel switch- 
ing engines at its Jackson shops. 


The Seaboard Air Line has placed an order with the 
Pittsburgh Locomotive & Car Works for seven consoli- 
dation locomotives. 


The Baldwin Locomotive Works are building one loco- 
motive for the Exquimalt & Nanaimo Railroad. 


The Quakertown & Eastern Railroad, HS. Funk, 
Secretary, Springtown, Pa, is in the market for one 
locomotive. The road is now under construction. 


The Arkansas Central Railroad, now under construc- 
tion, will soon be in the market for one new locomotive . 
N. B. Kendall. of Fort Smith, Ark., is General Mana- 
ger. 


The Chicago & Northwestern has placed an order with 
the Schenectady Locomotive Works for five Class A 
eight-wheel passenger engines, similar to those illus- 
trated in the Railroad Gazette of Oct. 11, 1895, and six 
six-wheel switching engines, Class M. 


The Mobile & Ohio has placed an order with the 
Rogers Locomotive Co., of Paterson, N. J., for 10 10 
wheel locomotives, five for freight and five for passenger 
service. The former will have 56-in. and the latter 62- 
in. driving wheels. In other respects the locomotives 
will be built in accordance with the foilowing specifica- 
tions, which are the same as used in building a number 
of engines for the same road within the past two years: 
Cylinders, 18 x 26 in.; weight on drivers, 98,000 lbs.; total 
weight, 126.000 lbs.; wheel base, total, 22 ft. 3 in., driv- 

i ng, 12 ft.; boilers, radial stayed wagonton type, 60 in. 
in diameter outside at first course, with 248 iron tubes, 
2inv. in diameter outside and 13 ft. long; firebox, Carbon 
ste2l, 9 ft. long, 2 ft. 93¢ in. wideand 72 in. deep, front, 
and 64in. back. Thetender frame will be of wood, tender 
trucks Mobile & Ohio standard, with cast-steel bolsters, 
wheels 33 in. chilled cast iron; hammered iron axles; 
tender capacity, 4,000 gals. United States metallic pack- 
ing. Richardson balanced valves, Monitor injectors, 
Coale safety valves, magnesia sectional boiler covering, 
Nathan lubricators, Leach sanding devices, Gould 
couplers (rear of tender), New York air-brakes and 
Handlan’s headlights will be used on all of the locomo- 
Lasse The passenger engines will be equipped for steam 

eat. 








CAR BUILDING. 


It is reported that the Pittsburgh & Western is in the 
market for 500 cars. 


The Florida Central & Peninsular has placed an 
order with the Mount Vernon Car Co. for 250 fruit cars. 


The new Quakertown & Eastern Railroad, referred to 
in the Locomotive Building column, wants three passen- 
ger and tbree freight cars. 


The Illinois Car & Equipment Co. has an order for 50 
flat cars for the Hanover Construction Co., which will be 
built at the Anniston shops. 


The Wheeling & Lake Erie is said to be about to order 
some cars. but nothing definite had been decided upon 
up to the time of going to press. 


The Lake Shore & Michigan Southern has placed an 
order for 500 coal cars with the Buffalo Car & Mfg. 
Co. These will be equipped with Simplex bolsters. 


Nelson Morris isin the market for 10 tank cars, the 
order for which will be placed this week It is under- 
stood that the number may be increased and a larger or- 
der given. 


The Arkansas Central Railroad, referred to in the Lo- 
comotive Building column, will soon order one combina- 
tion car, one passenger coach and 10 flat and five box 
cars. 


The Pittsburgh & Lake Erie has placed an order with 
the Michigan-Peninsular Car Co. for 500 coal cars of 60,- 
000 lbs. capacity. Four hundred of these cars will be 
equipped with Simplex bolsters and 100 with American 
steel bolsters. 


The Duluth & Iron Range on Jan. 17 placed an order 
for 300 ore cars of 60,000 Ibs. capacity with {the Illinois 
Car & Equipment Co. These cars will be equipped with 
Barber trucks, Tower couplers, National hollow brake- 
beams and McCord journal boxes. 


The Minneapolis & St. Louis bas let contract for 200 
box cars to the Illinois Car & Equipment Co., 175 of 
which will be eo with Simplex bolsters and 25 
with Fox trucks and Simplex body bolsters. Monarch 
brakebeams and McCord journal boxes are also speci- 


The Cincinnati, New Orleans & Texas Pacific has placed 
ao order with the Ohio Falls Car & Mfg. Co. for 200 
coal, 200 box and 100 furniture cars, for immediate de- 
livery. The road is now receiving 100 stock and 100 box 
cars trom the same car-building works, which were or- 
dered last fall. 


We mentioned last week the orders placed by the 
Mobile & Ohio for 300 coal cars with the Terre Haute 
Car & Mfg. Co. and 300 box cars with the Ensign Mfg. 
Co. Orders have also been placed by this road with the 
Mt. Vernon Mfg. Co. for 200 bux cars and with the 
Pullman Palace Car Co. for 200 box cars, making a total 
ef 1,000 altogether. 


The Southern Pacific -has placed an order with the 
Rodger Ballast Car Co. for 10u of their “Standard” hai- 
last cars and two of their standard distributing cars. 
These cars are to be 60,000-lb. capacity, M. C. B. stan- 
dards, equipped with air-brakes, and are arranged for 
use in coal service when notin use for ballast cars. 
They are to be delivered by March 5. 


For the past year the New York, New Haven & Hartford 
Railroad Co. has been operating on the shore line express 
trains a copper covered car which has proved so satis- 
factory that they have decided to experiment further 
with metal sheathing for coach exteriors. To this end a 
car will be plated with sheet aluminum and another 
with aluminum bronze. W. P. Appleyard, the Master 
Car Builder, with whom the idea originated, claims for 
metal covered cars durability, economy and a saving in 
time in repairing. 

On Jan. 12 two of the three new trains recently built 
for the Pennsylvania Limited by Pullman’s Palace 
Car Co. were put in service, one train leaving Chicago 
aad one New York on that day. ‘Theinterior finish of 
the cars is extremely elegant, even for these days of 
handsome passenger equipment, and they are supplied 
w th all the luxuries and conveniences nsualiy found on 
trains of this class, The lower parts of the outsides of 
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the cars are painied dark green, the upper parts cream 
color, which is a departure from the usual colors of 
the road. 

The Boston Street Railroad Co. is in the market for 
125 open cars, 

The Nassau electric railroad of Brooklyn, N. Y., will 
build{60 new open cars at its own shops. 

The Metropolitan Street Railroad Co. has placed an 
order with the J. G. Brill Co., of Philadelphia, for 50 
closed cars. , 

The Brooklyn Heights Railroad has ordered 20 closed 
car bodies from the St. Louis Car Co. and 10 from the 
John Stephenson €c., Ltd., and bas sent out specifications 
for 50 new open cars, to be 35 ft. long over all, with four 
fixed and eight reversible seats. 








BRIDGE BUILDING. 





Altoona, Pa.—The Grand Jury approved the report 
of viewers appointed to view the sites for two bridges 
over Bald Eagle Creek, in Snyder Township. 


Atlanta, Ga.—It is reported that the city will make 
an appropr:ation of $50.000 toward the construction of 
a Viaduct across tbe railroad tracks at Mitchell street. 


Beaver Falls, Pa.—The Smith’s Ferry Railroad, 
which was incorporated in August to build a steam 
railroad from Lisbon, Pa., to East Liverpool, 30 miles, 
will build one bridge, 400 ft. long. J.L. B. Dawson, of 
Beaver Falls, is President, and David Mcynahan, Sec- 
retary and Treasurer. 


Bellaire, O.—The application of the Bellaire & Ren- 
wood Bridge Company for permission to build a high- 
way bridge over the Ohio River between Bellaire, O., 
and Benwood, W. Va., has been granted, with the modi- 
fying condition that the span be made 800 ft. 


Boonville, Mo.—Concerning the proposed bridge at 
Boonville, in which A. J. Tullock, aig sigh of the 
Missouri Valley Bridge & Iron Works is interested, 
the bridge is for highway and street railroad traffic, and 
will be a high bridge, consisting of several long spans, 
designed in accordance with the requirements of the Mis- 
sour: River Commission, The plans have been prepared, 
and approved by the Secretary of War, and adopted by 
the loral company at Boonville. The bridge in general 
is similar to all Missouri River bridges. The super- 
structure will be constructed of steel, and pneumatic 
piers extending to rock, It is expected that the bridge 
will be built any time within the next two years as soon 
as financial arrangements therefor can be perfected. 


Buffalo, N. Y.—Senator Lamy has introduced a bill 
in the Legislature for a new bridge over the canal at 
Erie s' reet. 


Canton, Mo.—A company has been formed to build a 
bridge at Canton, across the Mississippi River, and a 
bill has been introduced in Congress, by Mr. Lloyd, 
authorizing the project. Among those mentioned in the 
bill are George Ellison, Edward J. Goodrich, Hayden 
J. McRoberts, Cyrus M. Bradshaw, C. W. Barrett and 
Walter M. Henton. . 


Denver, Colo,—The engineer of the Board of Public 
Works estimates the total cost of building the Four- 
teenth street viaduct at $324,000. 


Jasper, Tex.—Work is progressing on bridges over 
two large creeks at Jasper Southern Railroad, which 
will require about 700 feet of piling. 


Lewiston, Ida.—There will be a bridge across Clear 
Water River, on the Lewiston extension of the Northern 
Pacific, which will require five fixed Howe truss spans, 
150 ft. long, and one draw span about 250 ft. in length. 


London, O.—Contracts have been awarded for build- 
ing three bridges in Madison County, as follows: Belle- 
fontaine Bridge & Iron Co., Bellefontaine, O., first 
bridge, $1,900; New Columbus Bridge Co., Columbus, 
O., second bridge, $739; Massillon Bridge Co., Massillon, 
O., third bridge, superstructure, $984. 


New York.—<At a recent meeting of the East River 
Bridge Commission plans and specifications for the 
steel towers of the new structure submitted by Chief 
Enginer L. L. Buck were approved, and it was decided 
that bids be invited at once. The engineer estimates 
that the total cost of the steel towers will be between 
$700,000 and $800,009. 

Bridge Commissioner Shea asks for $1,845,831, to 
be used in the maintenance of bridges under his* 
control, for rent. and contingencies. Of this amount, 
the Borough of Manhattan is to receive $271,€81.8, 
the Borough of the Bronx, $64,500; the Borough of 
Queens, $65,050; the Borough of Richmond, $8,600 ; 
Brooklyn Bridge, $901,761.68; all other, except four 
bridges over Newtown Creek, $47,550; repairs to three 
bridges over Gowanus Canal, $85,000; rent and con- 
tingencies, $35,000. 

Pittsburgh, Pa,—A bill has been introduced in Con- 
gress by Senator ogg extending for two years the 
time within which the Pittsburgh & Mansfield Railroad 
Co. is authorized to build a bridge over the Mononga- 
hela River. 

Charles Davis, County Engineer (Alleghefty Co;), rec- 
ommends an estimate of $89,100 for his office for 1898, as 
follows: Rebuilding six bridges, $29,600; erecting 15 new 
bridges, $49,800; repairs and maintenance, $7,400; other 
expenses, $2,300. The new bridges recommended are 
distributed in all parts of the county. 


Plainfield, Mich.—It is reported that the question of 
an appropriation of $10,000 for building a bridge where 
the Plainfield road crosses the river will be put to vote 
at the spring election. 


San Patricio, Tex.—The County Commissioners (San 
Patricio County) have authorized plans and estimates for 
a bridge over the Nueces River. 


Shreveport, La.—The Shreveport & Red River Valley 
Railroad, now building alung the Red River valley from 
Sheveport to Conshatta, La,, a distance of 64 miles, has 
had a bill introduced in Congress to authorize them to 
build a bridge across the Loggy Bayou in Louisiana. G. 
W. Fouke, Texarkana, Tex.; W. C. Taylor, and Hunter 
Bros. & Co , Shreveport, La., are interested in the road. 

Wapello, Ia.—The Missouri Valley Bridge & Iron 


Works, Leavenworth, Kan., have the contract to build 
a steel bridge over the lowa River at Wapello, to cost 


$45,000. ; . ; es 
The County Supervisors (Louisa County), it is re- 
ported, have granted a petition for building a wagon 


bridge across the Iowa River, one mile north of Wa- 
pello. 
Woonsocket, R. I.—Frank H. Mills, City Engineer, 


recommends that the Winter street bridge over Mill 
River be rebuilt. 








MEETINGS AND ANNOUNCEMENTS. 

Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Georgia Railroad & Banking, quarterly, 254 per cent. 
payable Jan. 15. 

Great Northern, quarterly, preferred, 134 per cent., 
payable Feb. 1. 

Huntington & Froad Top, preferred, 214 per cent., 
payable Jan. 25. 

ake Erie & Western, quarterly, preferred, 144 per 

cent., payable Feb. 15. 

St. Paul, Minneapolis & Manitosa, quarterly, 11¢ per 
cent., payable Feb. 1, 1897. 

Cincinnati, Hamilton & Dayton, quarterly, preferred, 
1% per cent., payable Feb. 8. : 

ashville, Chattanooga & St, Louis, 1 per cent., pay- 

able Feb. 1. 

Texas & Pacific Coal Co., 1 per cent., payable Jan. 
9 
Lake Erie & Western, preferred, 114 per cent., payable 
Feb. 15. 


Stockholders’ Meetings. 
Southern Railway Co., general, Richmond, Feb. 18. 
Chicago Junction Railwags & Union Stock Yards, 
Jersey City, N. J , Feb. 10. 


Western Railway Club, 

A meeting of the Western Railway Club was held 
Tuesday, Jan. 18, at the Auditorium Hotel, Chicago. 
The subject of ‘* Rails’? was discussed, the principal data 
being presented in several short papers, the most impor- 
tant of which was ‘Data from Rail Tests,” by Mr. F. A. 
Delano; and ‘‘ Rails, Past and Present,’’ by Mr. E. C. 
Potter. A more detailed report of the meeting will be 
given in our next issue. 


Engineers’ Club of Cincinnati. 


The tenth annual meeting of the Club was held on 
Dec. 23, 1897, with an atteadance of 19 members and a 
few visitors. Col, Latham Anderson was elected to hon- 
orary membership. It was decided to renew the lease 
from the Literary Club for the use of their rooms for 
the meetings of the Club for a term of three years, in ac- 
cordance with the provisions of the present lease. The 
death of Thos D. Lovett was reported and a committee 
appointed to prepare suitable resolutions on same and a 
memoir of Mr. Lovett. 

The reports of the Seeretary and Treasurer for the past 
year were presented and accepted and ordered printed, 
together with arevised list of members for distribution. 
Officers for the ensuing year were elected as follows: 
President, Geo. W. Kittredge; Vice-President, W. B. 
Ruggles; Directors. A. O. Elsner, H. E. Warrington, 
Wm. C. Jewett: Secretary and Treasurer, J. F. Wilson. 

Theretiring President. Mr. Chas. E. Lindsay, read a 
paper on the progress made inthe various branches 
of engineering during the past few years. 

Western Foundrymen’s Association. 

A meeting of the Western Foundrymen’s Association 
was held ednesday evening, Jan. 19, at the Great 
Northern Hotel, Chicago. 

A paper was presented by Maj. Malcolm McDowell, 
entitled, ‘‘The Value of Metalloids in Cast Irun,” which 
was discussed. The following topics were also presented 
for discussion : 

Is it economical to ventilate a foundry artificially 2? What 
has been your experience ? 

j —— the best method of lighting a foundry of modern 
esign 

Have any members of this Association had any experience 
with Thurston’s autographic torsion machine? If so, does it 
possess any merit over other forms of machines now in use for 
testing cast iron ? 

In order to overcome the variation in size of test bars in- 
cident to molding, is machining down to size to be recom- 
mended ? 

What is your experience as to the effect upon coke of expos- 
ing same freely outdoors ? 

What is your experience as to the utility and efficiency of 
flexible shafting for use with grinders on heavy and intricate 
castings ? 

The Civil Engineers’ Club of Cleveland. 


At the meeting held on January 11, Mr. W. H. Searles 
was elected Secretary and Mr. Joseph R. Oldham, Di- 
rector to fill vacancies for the unexpired term. Appro- 
priate resolutions to the memory of the late Secretary, 
Forrest A. Coburn, were adopted. 

Mr. M. S. Greenough, M. Am. Soc. C. E., addressed the 
Club on the subject of Modern Gas Plants. He briefly 
reviewed the history of the gas manufacturing industry 
since its first inception near the beginning of he present 
century and illustrated some of its more important and 
recent developments. He described the works of the 
Cleveland Gas Light & Coke Company, of which he is 
President and General Manager, located at the foot of 
Wilson avenue; a modern regenerative retort in which a 
very high degree of heat is maintained and the heat pro- 
duced thoroughly utilized in a most economical manner; 
the purifying boxes which are at present employed; the 
modern gas holder and frame which has developed very 
large proportions and the construction of which has 
become an important engineering problem. The lec- 
turer also described a variety of labor-saving machinery 
by which a considerable economy in the working of the 
plant is realized; such as apparatus for coal raising and 
charging, for coke handling and sorting. He described 
the Coventry inclined retorts for the manufacture of 
gas by a continuous process which is aided by gravity. 
Leaving the subject of coal gas manufacture, he pro- 
ceeded to the discussion of socalled water-gas and -de- 
scribed some works designed for its manufacture. In 
conclusion he illustrated upon a map of the city the sys- 
tem of distribution employed and described- the means 
by which a nearly uniform pressure is maintained under 
the extremely varying rate of consumption during the 
hours of the day and night. 

The Railway Signaling Club. 

On Tuesday afternoon, Jan 11, members of the Railway 
Signaling Club and invited guests, about 50in all, visited 
the new State Line interlocking plant, near Hammond, 
Ind., a special train for the purpose being furnished by 
the Chicago & Western Indiana. This plant, which is 
one of the largest in the country, was built by the 
National Switch & Signal Company, and wasillustrated 
and described in the Railroad Gazette of Dec. 17. 

In the evening the party were the guests of the 
Nationa! Switch & Signal Company, and an elaborate 
dinner was served at the Technical Club, Chicago, at 
which Mr. H. M, Sperry, Western representative, pre- 
sided. Early in the evening, through the courtesy of 
Mr, W. E. Baker, General Manager of the Metropolitan 
West Side Elevated, and Mr. 8. S. Neff, Superintendent 
of the Union Loop, a special elevated train was fur- 
nished, and the signals on the Union Loop and Metro- 


politan Elevated were inspected. The Metropolitan 
power house at Throop street was also visited. All the 
signals on the Union Loop, as well as on the Metro- 
politan Elevated, were put in by the National Switch & 
Signal Company. 

The members of the Signaling Club assembled later 
in the evening at the Great Northern Hotel where the 
annual meeting was held. Mr. C. A. Christoffersen, Su- 
perintendent of Signals, and Mr. C. S. Rhodes, Superin- 
tendent of Telegraph, of the Cleveland, Cincinnati, 
Chicago & St. Louis were elected to membership. A 
number of committees appointed at the last meeting 
reported progress, but no final reports were presented. 
The vote on the question of what colors should be used 
for night signals resulted as follows: Twenty-six votes 
in favor of red for stop and green for all clear, nine in 
favor of red and white, while three recommended mis- 
cellaneous combinations. The result of the vote will be 
sent to the Secretary of the American Railway Associa- 
tion without recommendation. : 

Mr. W. H. Elliott, Signal Engineer of the Chicago, 
Milwaukee & St. Paul, presented a paper, ‘‘ The Signal 
Engineer,” which is given almost in full in another por- 
tion of this issue; this address will come up for discus- 
sion at the next regular meeting. F ’ 

The following were elected officers of the Signaling 
Club to serve duriug the ensuing year: 

President. George D. Fowle, Pennsylvania Railroad, 
Philadelphia; Vice-President, W. H. Elliott, Chicago, 
Milwaukee & St. Paul, Chicago; Secretary, E. M. Seitz. 
Chicago & Northwestern, Chics go; Me nter of Executive 
Committee, H. M. Sperry. 

It was decided to hold the next regular meeting on 
Tuesday. March 8, at Pittsburgh, arrangements having 
already been made for visiting the Westinghouse plants 
and some of the larger rolling mills at that place. 








PERSONAL. 


—Mr. R. Ramsay, heretofore Superintendent of the 
Chicago, Milwaukee & St. Paul mines at Braceville, 
I])., died at that place Jan. 16. 


—Mr.R W. Davis, heretofore General Freight Agent 
of the Buffalo, Rochester & Pittsburgh, with headquar 
ters at Buffalo, N. Y., has resigned. 


—Mr. O. O. Winter, heretofore Assistant General Su 
perintendent of the Great Northern, has resigned to take 
service with the Norfolk & Western. 


—Mr. Adam Earle died at Lafayette, Ind., Jan 15, at 
the age of 78. He was the first President of the Lake 
Erie & Western Railroad Company. 


—Mr. George McAlpine, heretofore Traveling Freight 
and Passenger Agent of the Mason City & Fort Dodge, 
with headquarters at Biltmont, Iowa, has resigned. 


—Mr. S. B. Sanford, heretofore General Passenger 
Agent of the Maricopa, Phoenix & Salt River Valley, has 
resigned. He will be succeeded by Mr. N. O. Bicknill. 


—Mr. G. H. Thomson, whose office is at 51 East Forty- 
fourth street, New York City. has been appointed Con- 
sulting Engineer to the Honduras Railroad Syndicate. 


—Mr. Thomas P. Nicholas, heretofore in charge of the 
Traffic Department of the Gulf & Interstate Railway of 
Texas, has resigned; his resignation taking effect Feb. 1. 


—Mr. W.H. Whittlesey, heretofore Central Passen- 
gar Agent of the Cincinnati, Hamilton & Dayton, with 
headquarters at Dayton, O., has resigned; resignation 
taking effect Feb. 1. 


—Mr. E. E. Nettleton, heretofore General Baggage 
Agent of the Union Depot Company, of Kansas City, 
has resigned. Mr. Nettleton has held this position for 
13years. Resignation to take effect Feb. 1. 


—Mr. J. N. Jarvis, heretofore Manager of the Traders’ 
Dispatch, with office in Buffalo, N. Y., has resigned. 
Resignation to take effect Keb. 1. Mr. Jarvis will be 
Eastern Agent of the Lehigh Valley hereafter. 


—Mr. W. G. Hunter, heretofore Traveling Freight 
Agent of the Great Eastern Line operating over the 
Grand Trunk, with headquarters at Battle Creek, Mich., 
has resigned, to take service with the Grand Trunk. 


—Mr. Joseph S. Odiorne, formerly General Passenger 
Agent of the Louisiana Eastern & St. Louis, and later 
Agent of the Fidelity & Deposit Company of Maryland, 
died at his home in Louisiana, Ky., Jan.11, of pneumonia. 


—Mr. Charles E. Davis, heretofore Division Freight 
and Passenger Agent of the Buffalo & Susquehanna at 
Wellsville, N. Y., has resigned to take service with the 
cae Attica & Arcade, with headquarters at Attica, 


—Mr. W.E. Halm, heretofore General Agent of the 
Lone Star Steamship Company, which operates between 
Galveston and New York, with headquarters at Denver 
Colo., has resigned to become Commissioner of the Den- 
ver Traffic Bureau. 


—Mr. H. N. Hughes, heretofore Superintendent of the 
Northern iowa Division of the Chicago & Northwestern, 
died at his home at Eagle Grove, Ia., recently. Mr. 
Hughes was Superintendent of the Northern Iowa Di- 
vision for the eight years preceeding 1896. 


—Mr. Samuel W. Stevens, heretofore Division Freight 
Agent of the Philadelphia & Reading, with headquar- 
ters at Williamsport, Pa., has resigned; resignation tak- 
ing effect Feb. 1. Hereafter he will be connected witb 
the firm of Day & Co., brokers of New York City. 


—Mr. Lafayette Briggs, heretofore Commercial Agent 
of the New York, Chicago & St. Louis. with headquar- 
ters at Chicago, Ill., has resigned to become General 
Manager of the Traders’ Dispatch, with headquarters at 
Buffalo, N. Y., succeeding J. N. Jarvis, resigned. 


—Richard Gray, heretofore General Traffic Manager 
of the Southern Pacific, died at his home in San Fran- 
cisco, Cal., Jan. 10, at the age of 53. Mr. Gray had been 
General Traffic Manager of the Southern Pacific since 
1889. He retired from active work in March, 1895, on ac- 
count of his health, but still retained the title of General 
Traffic, Manager. 


—Mr. Brayton Ives, at one time President of the North- 
ern Pacific, has been elected President of the Metropoli- 
tan Trust Co., of 37 Wall street, New York, succeeding 
the late Thomas Hillhouse. Mr. Ives was_ formerly 
President of the Western National Bank, N. Y., aud 
also served two terms as President of the New York 
Stock Exchange. 


—Mr William E. Green, heretofore Superintendent 
ofthe Chicago. Hammond & Western, with headquar- 
ters at Hammond, Ind., has resigned to accept a similar 

osition on the Kansas City, Pittsburgh & Gulf. His 
Leateanetaen are to be at Shreveport, Ind. The train- 
men, heretofore under Mr. Green presented him with a 
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walking stick and seal ring before he left for his new 
home in the South. 


—Mr. Harry C. Scott, who was Engineer under the 
Superintendent of Bridges in 1891-92 of the Lehigh Val- 
ley, died at his home at South Easton, Pa., on Jan. 13, at 
the age of 31. Mr. Scott was, at one time, Superintendent 
cf Construction for the National Drying Co. of Jersey 
City, and later was a member of the contracting firm of 
Scott & Stewart. He was also at one time Borough 
Engineer of South Easton. 


—Mr. Jacob Garabrant Leatie, President of the Leafie 
& Levy Ship & Engine Building Company of Phila- 
delphia, died at his home in that city Jan. 16 at the age 
of 83, The concern of which he was President operates 
a large plant on the Delaware River front in Phila- 
delphia, which was established in 1844. During the war 
of the rebellion many engines were constructed there 
for the government ships. 


—Mr. Melville C. Smith died at his home in New 
York City at the age of 65, Jan. 12. When 31 years old 
he was chosen State Senatorin Minnesota. He was a 
director of the New York Pier & Warehouse Co. in 1865, 
an’ later became an advocate of an underground system 
of rapid transit in New York. In 1868 Mr. Smith intro- 
duced into the Legislature a bill for an arcade under- 
lground railroad in Broadway, but not until 1885 did he 
succeed in getting acharter. At that time there were 
associated with him ex-President Chester A. Arthur 
and Cornelius N. Bliss, 


—Mr. Burr Kellogg Field, Vice-President of the Ber- 
in Tron Bridge Co., died at his home in Berlin, Conn., 
Jan. 13, after an illness of less than a week. Burr K. 
Field was born in May, 1856. He enler2d the Sheffield 
Scientific School of Yale University in 1874 and gradu- 
ated in 1877 as a civil engincer. Immediately after 
graduation he commenced practical work among the 
railroads of the West.* His principal experience as a civil 
engineer was in connection with the laying out and 
building of the Northern Pacific. Mr. Field had charge 
of the locating and building of the branch connecting 
the Yellowstone National Park with the Northern Pa- 
cific. In 1882 he was appointed Superintendent of 
Bridges in the city of Philadelphia, which position he 
he held over a year, when he resigned to accepta position 
as Assistant Engineer of the Berlin Iron Bridge Co., of 
East Berlin, Conn. His advancement in the Berlin Iron 
Bridge -Co. had been very rapid, and at the time of his 
death he occupied the position of Vice-President. 


—Mr. Menard K. Bowen was elected President of the 
Chicago City Railway Co. at the annual meeting held 
Jan.15 Mr. Bowen was born in 1858 at Jefferson Bar- 
racks, Mo. After his early education he took a course 
in engineering at Washington University, St. Louis, 
and at the age of 19 entered the government service as 
Assistant Engineer of Surveys of the Mississippi River. 
After this he was appointed Assistant Engineer of the 
jetty work at New Orleans. In 1880 he was identified 
with the St. Louis & San Francisco and later entered 
the street railroad service as Chief Engineer and Super- 
intendent of the Kansas City Railway Co., after which 
he was appointed Superintendent of the Chicago City 
Railway Co. and later became its General Manager. 
During his connection with the road he was instru- 
mental in bringing about many changes and extensions 
and reducing the operating expenses to a remarkably 
low figure. During this time he has also designed and 
improved new apparatus and machinery. Probably the 
most interesting and servicable work in this direction 
was the building of his dynagraph car for street rail- 
roads, as described and illustrated in our issue of Dec 11, 
1896. Mr. Bowen is one of the best known and highly 
respected street railroad officials in this country. 


—Major Benjamin Butterworth, United States Com- 
missioner of Patents, died at Thomasville, Ga., Jan. 16. 
General Butterworth was born in Warren County, O., 
Oct. 22, 1822. He studied law in the offices of Durbin 
Ward in Cincinnati, and was admitted to the Bar in 
1861. He served in the Union Army during the Civil 
War and rendered gallant service, retiring with the 
rank of Major. Resuming the practice of law in Cin- 
cinnati, he was United States District Attorney in 1871. 
He was a member of the Ohio Senate in 1873 and 1874, and 
was first elected to Congress in 1878, and was re-elected 
in 1880. The Compulsory Retirement Act of the Army 
was written by him. . In 1883 President Arthur appointed 
Major Butterworth a Commissioner to examine a part 
of the Northern Pacific Railroad, and upon the retire- 
ment of E. M. Marble from the Patent Office in Septem- 
ber, 1883, he was appointed Commissioner of Patents. 
He was elected to Congress again in 1884. He also served 
in the Forty-ninth, Fiftieth and Fifty-first Congresses, 
After his retirement from Congress, he settled in Wash- 
ington, and built up a large practice in patent law. He 
was appointed Commissioner of Patents by President 
McKinley in April, 1897, for the present administration. 
During his service in Congress there was no member 
who was held in more affectionate regard by his as- 
sociates, irrespective of party, than was Major Butter- 
worth, or one whose voluntary retirement was more 
deeply regretted. It was with much reluctance and 
after long hesitation that he consented to accept the oftice 
of Commissioner of Patents last year, but as soon as he 
did so he entered upon the discharge of its duties with 
zeal and energy. 








ELECTIONS AND APPOINTMENTS. 


Alubama & Tombigbee.—At a meeting of the stock- 

olders and directors of this company, held at Fulton, 
Ala., Jan. 12, David L. Whetstone was elected Treas- 
urer, and George R. Hannon was elected General Man- 
ager. This is a new incorporation which was noted in 
these columns Dee. 17. 


Alubama Great Southern.—W.N. Cox has been ap- 
pointed Road Foreman of Engines, with headquarters 
* Hirminghem, Ala, Appointment took effect Sunday, 

an. 16. 


Baltimore & Cumberland Valley.—At_the annual 
meeting of thiscompany, held Jan. 10, at Maynesboro, 
Pa., the following Directors were elected: Dr. [. N 
Snively, succeeding J. M. Hood as President; directors, 
J.M. Hood, Dr. 1. N. Snively, Daniel Hoover, Jacob J. 
Miller, J. J. Oller, C. W. Humerichouse and Alex. 
Armstrong. 


Baltimore & Harrisburg.—At the annual election of 

S company, which is a leased line of Western Mary- 
land, held at Hanover, Pa., Jan. 12, the following Di- 
Tectors were elected: J.M. Herd, Wm. S. Rayner, C. 
W. Slagle, Col. John C. Legg, Baltimore, Md.; Jerome 

Boyer, Reading, Pa.; Reuben Young, R. M. Wirt, 
4. P. Boockley, H. E. Young, Hanover, Pa.; John A. 
Swope, Gettysburg, Pa. 


Baltimore & Harrisburgh Eastern Extension.—At 
: € annual meeting of this company, held at York, Pa., 
an. 10, the following Directors’ were elected: John C. 





Schmidt, J. W. Stacy, G.S. Billmeyer, Grier Hersh, A 
B. Farquhar and George H. Schmidt. 


Baltimore & Ohio Southwestern.—James B. Scott, 
heretofore Traveling Passenger Agent at Cincinnati, 
has heen appointed District Passenger Agent, with 
headquarters at Cincinnati, O. 


Bellefonte & Clearfield.—At the annual meeting of 
this company, held at Philadelphia, Jan. 12, the follow- 
ing direstors were elected: C W. Wilhelm, James Har- 
ris, L. T. Munson, J. J. Walsh, A. V. Hoyt, Henry 
Brockerhoff and M. L. Altendorfer. . 


Berkley Springs & Potomac.—At the annual meeting 
of the stockholders of this company, which isa part_ of 
the Baltimore & Ohio, held at Berkley Springs, W. Va., 
Jan. 13, the following Directors were elected: H. 
Dawson, John H. Buzzard, H. Disher, Samuel Wis- 
ner and KE. P. Rhoades, At the annual meeting of the 
Directors, held later, the following officers were elect>d: 

. H. B. Dawson, President; John H. Buzzard, Vice- 
President: H. W. Disher, Secretary. 


Black é Cache River.— At the annual meeting of the 
Directors of this company, held at Sedgwick, Ark., S. L. 
Johnson was elected Auditor and J. E. Oliver, hereto- 
fore Secretary, was elected Assistant General Manager. 


Buffalo & Susquehanna.—The office of Division 
Freight and Passenger Agentat Wellsville, N. Y., has 
been abolished. It was formerly heid by Charles E. 
Davis, resigned. Effective Jan. 1. 


Buffalo, Attica & Arcade.—Charles E. Davis, hereto- 
fore Division Freight and Passenger Agent of the Buf- 
falo & Susquehanna, has been appointed General Freight 
one Pasncngee Agent, with headquarters at Attica, 
aN. . 


Canadian Pacific.—C, E. E. Ussher, heretofore Assis- 
tant General Passenger Agent for the District of New 
Bruuswick and the state of Maine, has been appointed 
General Agent of the company’s line east of Port Ar- 
thur. His headquarters are to bein Montreal. A. H. 
Notman, District Passenger Agent at St. Johns, N. B., 
has been appointed Assistant General Passenger Agent, 
succeeding Mr. Ussher. His headquarters are to be at 
St. Johns, N. B. 


Central of Georgia.—E. T. B. Glenn, heretofore Chief 
Clerk in the office of S. C. Hoge, has been appointed 
Traveling Auditor, with temporary headquarters at 
Macon, Ga. The appointment takes effect Feb. 1. 


Chambersburg & Gettysburg.—At the annual meet- 
ing of this company, held at Chambersburg, Pa., Jan. 
12, Mr. H. O. Wood, of New York, was elected a Direc- 
tor. 


Chicago Great Northern.—George L. McAlpine, 
formerly Traveling Freight and Passenger Agent of the 
Mason City & Fort Dodge at Biltmont, Ia., has been ap- 
puinted Commercial Agentof the Chicago Great West- 
ern, with headquarters at Des Moines, Ia. 


Chicago Great Western.—At a meeting of the ‘holders 
of the debenture four per cent. and preferred stocks, 
held in London, Eng., Jan. 12, the following were 
elected as members of the Finance Committee: William 
Lidderdale, Chairman; Howard Gilliat, Aiexander F. 
Wallace, Edwin Waterhouse and C. Sligo De Pothonier. 


Cincinnati, Hamilton & Dayton.—Wood Patton has 
been appointed Central Passenger Agent, with head- 
quarters at Dayton, O., succeeding W. H. Whittlesey, 
resigned. Appointment takes effect Feb. 1. 


Columbus, Sandusky & Hocking.—E. L. McCune, 
heretofore Acting Real Estate Clerk in the office of the 
Superintendent and Chief Engineer at Columbus, has 
been appointed Real Estate Agent, with headquarters 
at Columbus, O. The appointment took effect Jan 1. 


Cripple Creek Short Line.—At a meeting of the 
stockholders of this company, which was incorporated 
Nev. 16 (see this column for Dec. 3), held at Colorado 
Springs, Col., Jan. 11, the following were elected Direc- 
tors: W. S. Eaton, President; F. D. Rodgers, Vice. 
President and Treasurer; H. B. Stone, Secretary; J. R. 
Franklin and H. A. Clay, Directors. 


Delaware Railroad.—At the annual meeting of the 
stockholders of this company, held at Dover, Del., Jan. 
18, the following Directors were elected: E. Tatnall War- 
ner, Wilmington; Joha P. Green, Philadelphia; Samuel 
Rea, Philadelphia; Hon. George V. Massey, Philadel- 
phia; Senator George Gray, Wilmington: John H. Hof- 
fecker, Smyrna; William T. Porter, Wilmington; Man- 
love Hayes, Dover; ex-Governor William T. Watson, 
Milford; Col. James J. Ross, Seaford; Charles J. Har- 
rington, Farmington, and William T. Records, Laurel. 


Des Moines & Union Ry. Co.—At the annual meeting 
of this company, held at Des Moines, Ia., Jan. 6, the fol- 
lowing official changes were made: Cyrus Kirk, of Des 
Moines, was elected a Director, succeeding A. N. Den- 
man, and H. D. Thompson was elected Treasurer. 


Erie & Pittsburgh.—At the annual meeting of the 
Directors of this company, which is a part of the 
Pennsylvania Co., held at Erie, Jan. 10, M. H. Taylor 
was elected Vice-President. : 


Fort Plain & Richfield Springs.—At a meeting of the 
stockholders of this company, held at Utica, N. Y., Jan. 
12, the following directors were elected: Charles Siebler, 
R. D. Farley, J. C. Haldin, J. J. Janeway, Irving Kent, 
Horace Moody, A. N. Farnham, of New York, Warren 
Haun, of Starkville,and A. R. Smith, of Springfield 
Center, N. Y. 


Georgia & Alabama.—W. E. Algee has been appointed 
Division Freight Agent, with headquarters at Fitz- 
gerald, Ga. Mr. Algee has recently been in the railway 
supply business in Atlanta, Ga. 

Grand Trunk.—W. J. Hunter, heretofore Traveling 
Freight Agent of the Great Eastern line, with head- 
quarters at Battle Creek, Mich., has. been appointed 
Traveling Freight Agent of the Grand Trunk, with 
headquarters at Detroit. The appointment took effect 
Jan. z He succeeds William Robinson, recently re- 
signed. 


G eat Northern.—H. C. McMicken, General Agent at 
Toronto, Ont., has been appointed General Agent of the 
company in England. This appointment is the first 
representative the Great Northern has ever had in Eng- 
land. William Harden, who is now General Agent at 
Portland, Ore., has been appointed General Agent at 
Toronto, succeeding Mr. McMicken. The title of Mr. 
McMicken’s office will be European Traffic Agent, and 
his office is to be in London. 

Edwin V. Holcomb has been appointed Superin- 
tendent of Dining Cars and Sleepers, with head- 
quarters at St. Paul, succeeding George L. Bonney, 
who has been assigned to other duties. Mr. Holcomb 
has heretofore been manager of the Hotel Lafayette, at 


Lake Minnetoka, owned by the Great Northern and 
recently burned down. S. F. Forbes has been ap- 
pointed Superintendent of Car and Machine Shops at St. 
Paul, a newly created positon. 

Robert Martin, heretofore Contracting Agent, with 
headquarters at Chicago, has been appointed District 
Freight Agent. with heaiquarters at Pittsburgh, Pa., 
succeeding J. H. MacAdoo, resigned. 


Gulf & Interstate Railway of Texas.—At the annual 
meeting of the stockholders of this company, held at 
Galveston. Tex., Jan. 10, the following new Directors 
were elected: E. S. Flint, Charles H. Moore, L. P. 
Featherstone, G. B. Miller and H. S. Spangler. Mr, 
Spangler was elected Auditor ata meeting of the Di- 
rectors, held later, and was appointed Superintendent, 


Jan. 11, by President Weekes, 


Hannibal & St. Joseph.—B. A. Barrows, in addition 
to his present duties as Cashier, has been appointed to 
till the position of Paymaster on the Burlington Route, 
succeeding M. B. Merriman, deceased. E. Browne, 
who has been temporarily Acting Paymaster, has as- 
sumed his duties as General Manager’s Chief Clerk and 
Secretary aod Treasurer of the St. Joseph Depot Co. 


Jonesboro, Lake City & Eastern.—The officers of this 
company, referred to in another column, are as follows: 
President and Treasurer, J. E. Jones: Vice-President, 
A. J. Krewson; General Manager, A J. Kerfoot; Secre- 
tary and Attorney, E. F. Brown; Auditor, Whitney H, 
Stevens; Chief Engineer, C. Van Smith, all of Jonesboro, 
Ark. 


Ranawha Dispatch.—Henry 1.. Watkins has been 
appointed General Agent, with headquarters at Rich- 
mond, Va., succeeding Francis T. Walker, resigned. 
Alfred Cary has been appointed Soliciting Agent, 
with headquarters at Richmond, Va., succeeding 
Henry L. atkins, promoted. Appointments took 
effect Jan. 1. 


Kansas City, Pittsburgh & Guif.—The office of W. 
A Williams, Superintendent of the Northern Division, 
has been removed from Kansas City to Pittsburgh, Kan, 
The change was made on Jan. 10. William KE. Green, 
heretofore Superintendent of the Chicago, Hammond & 
Western, with headquarters at Hammond, Ind., has 
been appointed Superintendent of the Southern Division 
of the Kansas City, Pittsburzh & Gulf. His headquar- 
ters are to be at Shreveport, Ind. E. E. Smythe, 
Assistant General Freight Agent, has been appointed 
Assistant General Freight Agent of the Omaha, Kansas 
City & Eastern, the Omaha & St. Louis and Kansas 
City Northern Connecting. which are parts of the 
Kansas City, Pittsburgh & Gulf. J. C. Brown has 
been appoiated District Passenger and Land Agent, 
with headquarters at St. Joseph, Mo. 


Lehigh Valley.—Justus C. Strawbridge, of Philadel- 
phia; Irving A. Stearns, former Superintendent of the 
Susquehanna Coal Company, representing Coxe Bros., 
of Drifton, audi Abram Nesbit, President of the Second 
National Bank, Wilkes Barre, were elected Directors at 
the annual meeting held in Philadelphia, Jan. 18, suc- 
ceeding Robert H. Sayre, John I. Blakslee and William 
A. Ingham. Mr. Sayre, beretofore Second Vice-Presi- 
dent, has become Assistant to the President and J. 
Andrews Harris, Jr., was elected Treasurer. 

J. N. Jarvistheretofore Manayer of the Traders’ Dis- 
patch, with office in Buffalo, N. Y., has been appointed 
General Eastern Freight Agent, with headquarters at 335 
Broadway, N. Y. 


Lineham Railway Transfer Co.—At the anoual meet- 
ing of the Directors of this company, held at Dubuque, 
Ia., Jan. 11, the following Directors were elected: Bart 
EK. Lineham, D. W. Lineham, M. C. Lineham, W. S. 
Molo and George F. Kiesel. The officers elected were: 
Bart E. Lineham, President and General Manager; M. 
C Lineham, Vice-President: D. W. Lineham, Superin- 
tendent; W. S. Molo, Secretary and Treasurer. These 
office are at Dubuque, Ia. 


Louisville & Nashville —Walter D. Hines has been 
appointed Assistant Chief At-orney, with headquarters 
at Louisville, Ky. 


Maricopa, Phoenix & Salt River Valley.—N. O. Bick- 
nill has been appointed General Freight and Passenger 
j= headquarters at Phoenix, succzeding S. B. 
Sanford. 


Newport & Sherman’s Valley.—At the annual meet- 
ing of this company, held at Newport, Pa., Jan. 14, 
James A. Gray and Thomas S. Martin were elected as 
Directors. 


New York, Chicago & St. Louis.—A. S. Work, here 
tofore Traveling Engineer, has been assigned to other 
duties, and that office has been abolished. 

James Webster, heretofore Chief Clerk in the office of 
General Freight Agent G. B. Spriggs, at Cleveland, O., 
has been appointed Commercial Agent at Chicago, Ill, 
succeeding Lafayette Briggs, resigned. 


Norfolk & Western.—O. O. Winter, heretofore Assist- 
ant General Superintendent of the Great Northern, has 
been apoointed rain Master of the Bradford Division 
of the Norfolk & Western. 


Northern Ohio.—At the annual meeting of this com- 

any, held at Lima, O , Jan, 12, J. B. Conder was elected 
Secretary and C. B. Crites was elected Treasurer, with 
headquarters at Lima, O. 


Omaha & Council Bluffs Railroad Bridge;Co.—At the 
annual meeting of the stockholders of this company held 
at Omaha, Neb., Jan. 11, the old Board of Directors was 
elected. It comprises J. J. Brown, J. H. Millard, M. W. 
Wells, George F. Wright, Charles Stewart, John T, 
Stuart and Guy C. Barton. 


Pine Creek.—At the annual meeting of the stockhold- 
ers of this company, which 1s a partof the Fall Brook, 
held at Wellsboro recently, John Magee was elected a 
Director to fill the vacancy on the Board. 


Pittsburgh, Painesville & Huirport.—At the annual 
meeting of this company, held at Painesville, O., the 
following Directors were elected: Thomas M. King, 
Henry W. Olliver, Pittsburgh; J. F. Taylor, Youngs- 
town; L. E. Cochran, Youngstown, and J. Chapman, of 
Painesville, O. 


Ransburg.—At the annual meeting of this company, 
held at Los Angeles, Cal., the following were elected 
Directors: Edgar Van Etten, J. N. Beckley, A. A. 
Dougherty, Charles Wier, Walter Rose, Mr. Warren, of 
Rochester, N Messrs. Crowley and Leonard, of 


Arizona, and Albert Smith, of Rochester, N. Y. Edgar 
Van Etten, who is the General Superintendent of the 
New York Central & Hudson River, was elected Presi- 
dent of the company. 

This road has heretofore been referred to in these col- 
umns as the California Southern, 
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Sharon Railway.—At the annual meeting of this com- 
pany, which isa part of the Erie, held at Sharon, Pa., 
the following officers and directors were elected: Direc- 

ors, J.J. Pierce, Norman Hall, P. L. Kimberly and J. 

. Spearman, of Sharon: M H. Henderson, New Castle; 
Lafayette Brown, Cleveland; H. B. Perkins, Warren; 
H. Hunter Wykes, New York. Simon Perkins, of 
Sharon, was elected Vice-President. 


Shreveport & Red River Valley.—The officers of 
this company, referred toin another column, are as _fol- 
lows: President, William Ebenborn; Vice-President, 
W. F. Taylor; Secretary and Treasurer, Clarence EI- 
lerbe; Chief Engineer, G. E. Otis. , The central office is 
at Shreveport, La. 


Southern.—B. L. Abney, heretofore Assistant Division 
Counsel for South Carolina, has been appointed Division 
Counsel, succeeding Judge J. S. Cothran, deceased. 


Stony Creek.—At the annual meeting of this company, 
which is a part ot the Reading, held at Philadelphia, 
Jan. 17, Howard Boyd and Henry C. Wentz were elected 
as Directors. 


Terra Haute & Indianapolis.—At the anaual election 
of this company, held at Terra Haute, Ind., Jan. 12, 
Joseph Woods of the Pennsylvania was elected a Di- 
rector, succeeding J. E. Davidson, who died last 
August. , 

Texas & New Grleans.—At the meeting of this com- 
any, which isa part of the Southern Pacific, held at 
{ouston, Tex., Jan. 10, Mr. W. G. Van Vieek, of Hous- 

ton, Tex., was elected Second Vice-President. 


Traders’ Dispatch.—Lafayette Briggs, heretofore 
Commercial Agent of the New York, Chicago & St. 
Louis, with headquarters at Chicago, Ill., has been ap- 
pointed Manager of the Traders’ Dispatch, with head- 
quarters at Buffalo, N. Y., succeeding J. N. Jarvis, re- 
signed, the appointment to take effect Feb. 1. 


Troy & New England.—At the annual meeting of the 
stockholders of this company, held at Troy, N. Y., Jan. 
10, the following Directors were elected: William Shaw, 
James Donnelly, C. W. Tillinghast, John Knicker- 
backer and B. S. Stiles. succeeding George T. Lane, 
James O’Neil. Peter McCarthy, Thomas Baeslin and 
Charles S. Smith. 


Union Depot Company of Kansas City.—At the 
annual meeting of this company, held at Kansas City, 
Mo., Jan. 11, K. S. Washburn was elected President. 


Virginia, Fredricksburg & Western.—At the annual 

‘meeting of the stockholders of this company, held at 

Fredricksburg, Va., Jan. 13, Col. E. McLean was elected 
a Director. 


West Shore Line.—Mr. John G. Isham, heretofore 
Soliciting Agent of the Empire Line at Cincinnati, O., 
has been appointed Soliciting Agent of the West Shore 
Line, with office at Cincinnati. 


Worcester, Nashua & Rochester.—At the annual meet- 
ing of this company, which is a part of the Boston & 
Maine, held in Rochester, N. H , Jan. 11, the following 
Directors were elected: Charles A. Sinclair, Frank Jones, 
of Portsmouth, N. H.; John A. Spalding, Charles Hol- 
man, of Nashua, N. H.: E. B. Stoddard, of Worcester, 
Mass.: George W. Armstrong, of Brookline, Mass.; 
Frank G. Clark, of Peterboro, N. H.; Frederick S$. 
Moseley, of Newburyport, Mass.; Albert Wallace, of 
Rochester, N. H. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 


Alaska Railroads.—A bill has been introduced into 
the House of Representatives by Mr. McCall granting 
the right of way to the Alaska & Northwestern to build 
a road from a point on the Linn Canal, at or near Pyr- 
amid Harbor, Haines Station, or Chilkoot,north through 
the Chilkoot Pass or other accessible routes to the 
northern boundary of Alaska. The company is organ 
ized under the laws of West Virginia. Within six 
months after the passage of the act maps must be filed 
showing the proposed route, and work must be be- 
gun within three years. 


Arizona & South Eastern.—Official confirmation is 
given of the statement in this column for Jan. 7 that 
this company is relaying a portion of its road from Bis- 
bee, Ariz., to Benson. The weight of rails used is $0 Ibs. 
There isno present intention, however, of extending the 
line south into Mexico. 


Arkansas Central.—lt is officially stated that grad- 
ing has been complete on 28,5 miles from Fort Smith, 
Ark., east to Paris, 44.5 miles, and that track has been 
laid on 13.5 miles from Fort Smith to Central City. 
None of the road is ballasted, and there is as yet no train 
service. Bridges are about completed for the sect ion to 
Charleston. Seventy-five teams and 180 men are at 
work under the direction of thecompany. Cortracts 
have been let for 16 miles from Charleston to Paris. N. 
B. Kendall, of Fort Smith, Ark., is General Manager. 


Astoria & Columbia.—It is officially stated that all 
the grading, except about one mile, has been completed 
on this line from Astoria, Ore., along the southern bank 
of the Colorado River to Goble, a point on the Northern 
Pacific, 60.3 miles. ‘l1wenty miles of track has been laid 
at the west end and three at the east end, ot which five 
miles of the west end has been ballasted. There is nou train 
service as yetexcept from Astoria to Seaside. All the 
bridges have been completed. About 600 men are still 
at work. The intermediate points on the road from As- 
toria are Alderbrook, Svensen, Knappa, Clifton, West- 
port, Marshland, Clatskanie, Beaver, Mayger and Rain- 
ier. J. H. Curtis, of Astoria, Ore., is Chief Engineer, 
{See this column for Dec. 10.) 


Bay, Tuscola & Huron.—This company was incor- 
yorated in Michigan Dec. 23, under the Train Railway 
Law, with a capital stock of $100,000, to build a line 
from Bay City and West Bay City northeast about 30 
miles to the village of Sebewaing, Huron County. The 
incorporators are Leman L. Culver, Frank L. Wands, 
James Seed, George W. Granger, Frank S. Pratt, Bay 
City; Reuben C, ‘Tasker, West Bay City 


Boise, Nampa & Owyhee.—It is officially stated 
that tracklaying has been completed from Nampa, Ida., 
south to Guffey, 24 miles, on this road which is projected 
to extend to Silver City and De Lamar, in Owyhee Co. 
Contracts are to be let about April 1 tor 10 miles of 
grading south from Guffey. J. M. Clark, of Nampa, 
Ida., is Chief Engineer. (See this column tor Sept, 17.) 


Canadian Pacific.—It iS reported that grading has 
beeu completed on the Crow’s Nest Pass extension for 
110 miles from Lethbriage, B. C., west to Nelson, 330 
miles, and that rails have been laid to Pincher Creek, 65 
miles. About 4,000 men are now at work on the exten- 
sion. It is expected that tracklaying will reach Kootenay 





Lake before the close of the year. (See this column for 
Dec. 24.) 


Dakota, Wyoming & Missouri.—It is reported that 
work has been begun on this road from Rapid City, So. 
Dak., west 33 miles through the heart of the Black 
Hills to Mystic, a point on the Chicago, Burlington & 
Quincy. About eight miles of the proposed line have 
been completed, and the company is endeavoring to 
oy bonds to the amount of $20,000 per mile. About 
—- has been spent in the work up to the present 
ime, 


Denton & Cambridge.—This company is being or- 
ganized in Maryland to build a line from Denton. a 
point on the Queen’s Anna Railroad. south about 30 
miles to Cambridge, a point on the Philadelphia, Wil- 
mington & Ba!timore line at Pennsylvania. Ata meet- 
ing in Denton, Jan. 11, D.rectors were elecred as follows: 
B. Gootee Stevens, William B. Nuttle, Williston, Md.; 
Henry T. Nuttle, Ander-ontown ; James BK. Wright, 
Henry B. Mess2nger. Feceralsburg, Md.; Edward W. 
Liden, Smithville, Md.; Emory S. Turpir, Greensboro, 
Mi.: Thomas W. Jones, Ridgely, Md.: Wilber Emory, 
Baltimore, Md.; John H. Vangesel, Henry R. Lewis, and 
M. Bates Stephens, Denton, Md. Thomas W. Jones, of 
Denton, was made President. 


East Louisiana.—This company proposes making an 
extension {rom Covington, La., north to the state line, 
about 36 miles, but as yet no route has been determined 
upon. The present road extends from Pearl River to 
Covington, 23 miles. John Poitevent, of New Orleans, 
La., is Presidenc. 


El Paso & Nertheastern.—It is officially stated that 
grading has been completed for about 30 miles from El 
Paso, Tex., northeast toward White Oaks, N. Mex., 165 
miles, Tracklaying on this section will begin Jan. i7. 
The work is being pushed vigorously at not less than 
one mile of completed track per day. Nearly all the 
material is now in the yards. The work is being done 
by the New Mexico Railway & Coal Co., of 66 Broadway, 
N (See this column for Dec. 10.) It is reported that 
the company has just placed a contract with lumber 
mills at Beau nont, Tex., for ties and bridge timber ag- 
gregating about 6,500,000 ft. 


Fort Smith & Western.—A bill has been intro- 
duced into the United States Senate, by Senator Jones, 
extending for two years, from the passage of the bill, 
the time of completion of this road. The company was 
incorporated in Arkansas, January, 1896, with a capital 
stock of $1,250,000, to build a line from Fort Smith 
southwest through Indian Territory to a point on the 
Missouri, Kansas & Texas, near McAlister. Grading 
was begun the following April on the section from 
Pacola, Ind. Ter., to a connection with St. Louis & San 
Francisco. (See this column for*Jan. 17 and Apr. 10. 
1896.) Eli J. Crandall, of Fort Smith, Ark., was one of the 
origmal Directors. 


Fulton County Narrow Gage.—A letter from this 
company states that it is expected, in the near future, 
that the road will be changed from three feet to standard 
gage. The line extends from Havana, Ill., to Fair 
View, 31 miles, with a leased line from Fair View to 
Galesburgh, 30 miles, making a total of 61 miles. 


Geneva Lake, Sycamore & Southern.—This com- 
pany was incorporated in Illinois, Jan. 13, with a capital 
stock of $150,000, to build a line from a point in Wal- 
worth County, Wis., on the southern shore of Lake 
Geneva, south through Woodstock, III., to a point near 
Morris, Grundy County, II]., through McHenry, DeKalb, 
Kendalland La Salle counties. The principal business 
office is in Sycamore, Il]. Theincorporators and first Board 
of Directors are: James Brane, John D. Whalen, George 
Brown, H. A. Jones, George B. Morris, C. B. Brown, and 
Charles Kellum, of Sycamore; J. B Castle, A. G. White, 
S. Baker, G. W. Greenfield, J. B Adams, Dr. C. Winne, 
Louis Rohrer, F.S. Mosher and Joseph Dyas, of Sand- 
wich, Ill.; A. M. Hill and D.S. Brown, of Genoa, IIl.: P. 
T. Parkhurst, F.W. Patrick, Loren Woodward and E. P. 
Vail, of Marengo, Ill; Amos K Bunker, A. R. Murphy, 
John R. Kellogg, George H. Hoy, V. 8. Lumley, George 
B. Richards and Emil Arnold, of Woodstock: H. F. 
Jones, W. E Wire, H. W. Meade and George W. Conn, 
of Hebron, Ill. 


Grandi Rapids, Kalkaska & Southeastern.—It is 
officially stated that this line from Van Buren, Mich. 
on the Chicago & West Michigan, east 33 miles through 
KalkasKa to Stratford, has been completed. It is stand- 
ard gage, and is laid with 60-lb. rails. The road has 
been turned over to the Chicago & West Michigan, under 
lease for ten years, which company began operation 


Jan. 17. William A. Smith, of Grand Rapids, Mich., is 
ee and Treasurer. (See this column for 
ec. 19. 


Great Northern.—During the past season this com- 
pany has completed an important work between Clancy 
and Butte, in Montana, on the Northern Division, oth- 
erwise known as the Montana Central. All the wood 
trestles have been filled in with eartr, and the wooden 
bridges have been replac2d with steel, making the entire 
line free from wood structures. In this work two steam 
shovels, aud part of the time three were in operation, 
handling about 500,000 cu. yds. of earth from pit to bank. 
In addition, 17 steel bridges were erected over the 
Boulder River, consisting of deck and through girders, 
varying from 40 to 50 ft. in length and requiring in all 
500 tons of steel. For the substructures of the bridges 
2,440 yds. of heavy granite rubble masonry were put in 
place. . 

Ironéale, Bancroft & Ottawa.—The Ontario gov- 
ernment has granted a subsidy of $30,000 to this company 
for building 10 miles of its extension east of Baptiste, 
Ont. (See this column for Nov. 12.) 


James Bay.—The Ontario government, on Jan. 12, 
decided to give a subsidy of $270,000 to this road, which 
is projected to run from Parry Sound north through 
Sudbury to James Bay, a part of Hudson Bay. It is de- 
signed to open ap large tracts of timber and mining 
lands, and to develop the fisheries of Hudson Bay. 


Jasper Southern.—It is officially stated that the en- 
tire line, except about one-half mile, has been graded 
from Kirbyville, Tex., northwest to Jasper, 20 miles, but 
tracklaying has not yet been begun. Work is progress- 
ing on bridges over two large creeks, which will require 
about 700 ft. of piling. he roud will not bein operation 
until about May 1. Arrangements have been made for 
the rails and rolling steck. There are no contracts to be 
let, as the stockho!ders, most of whom live in Jasper 
and along the line, are doing the work. W. W. Blake, 
of Jasper, Tex., is Chief Engineer. (See this column for 
Nov. 19.) 


Jonesboro, Lake City & Eastern.—It is officially 
stated that 12.2 miles from Nettleton east to Lake City, 
Ark , is in operation, and that two miles are under con- 
struction. Preliminary surveys have been made for an 
extension east about 30 miles te Osceola. The officers 


are given in another column. (See this column for 
Dec. 17). 


Kansas City & Northern Connecting.—It is re- 
ported that the extension of this line north from Smith- 
ville, Mo , to connect with the Quincy, Omaha & Kansas 
City at Pattonsburgh, has been compléted as far as 
Plattsburgh, and that train service was opened between 
ay City and that point Jan. 9, (See this column for 

ct. 10.) 


Leaf & Pearl Rivers.—This company has been incor 
porated in Mississippi to build aline from Hattiesburg 
east about 40 miles to Columbia in Marion Co. TheJ. J. 
Newman Lumber Co, of Hattiesburg, owns about one- 
— of the route. It is reported that work mill begin 
at once. 


Little River Valley.—It is reported that contracts 
have been let for two miles of this projected road from 
Neal Springs, Ark . a point on the Texarkana & Fort 
Smith, west four miles through Nashville to the Arkan- 
sas state line near Cerro Gorda. This road was incor- 
porated in Arkansas Dec. 3. (See this coitumn for Dec. 
10.) D. C. Richardson, of Horatio, Ark., is President. 


Louisiana & Northwest.—It is officially stated that 
grading is nearly completed on the extension of_ this 
road from Homer, La., northwest about 36 miles to Mag- 
nolia, Ark. The work is being done hy the company. 
There are no difficult grades nor curves, nor are there 
steel bridges ortrestles to be built. The road extends 
from Bienville, La., north 36 miles to Homer. Ns 
Beardsley, of Gibbsland, La,, is General Manager. (See 
this column for Sept. 10.) 


Louisville & Southeastern.—This company, which 
was incorporated in Kentucky, Dec. 24. with a capital 
stock ot $2,000,000 (see this column for Dec. 31) is to be 
the successor of the Richmond, Nicholasville & Beatty- 
ville, recently purchased by Adolpa Segal, of Philadel- 
phia. The present road extends from Versailles, Ky., 
southeast 61 miles to Irvine, and it is proposed to make 
an extension from Irvine east 36 miles to Beattyville 
through the counties of Estill and Lee. The incorpora- 
tors are Adolph Segal. Herman Hoopes, W. Howard 
Ramsay, Barclay J. Woodward, B, Gordon Bromley, 
a A. Baker, Philadelphia: John McLeod, David 
— eigh. Louisville, Ky.; J. B. McCreary, Richmond, 

y. 

Mexican Central.—It is officially stated that a large 
number of teams are at work grading at different points 
on the extension of this line from Jimenez, Mex., south- 
west to Parral, but so far no track has been laid nor 
bridges built. It is not likely that tracklaying will be 
begun for 30 days. H.R. Nickerson, of Mexico City, is 
General Manager. (See thiscolumn for Dec. 10.) 


Mexican Roads.—Detwiler Brothers & Woodward 
are reported to have concluded a contract with George 
W. Pease. Chief Engineer of the American Railway & 
Lumber Co., of El Oro, to:build a line from Tultenango, 
a point on the Mexican National Rulway,a few miles 
west of Mexico City, to run north 59 km, (3l miles) 
through El Oro to a point 22 miles west of that city. 
The work was to begin Jan. 15. 


Nebraska, Kansas & Gulf.—A bill has been intro- 
duced into the House of Representatives by Mr. Ber- 
tholdt authorizing this company to build and operate a 
railroad through the Indian and Oklahoma. territories. 
The proposed line is to extend from a point in Harper 
County, Kan , southeast through the two territories and 
Denison, Tex., to Galveston. The House Committee on 
Indian Affairs has reported favorably on the bill. 


New England.—It is reported that engineers have 
about completed plans for the proposed extension of the 
Norwich & Worcester Division. from Allyn’s Point, 
Conn., south six miles to Groton, where connection will 
be made with the New York, New Haven & Hartford. 
(See this column for July 9.) 


New Roads.—Itis reported that the Babcock Lum- 
ber Co., of Ashtola, Pa., has a number of men at work 
grading for a five-mile spur from that place to Windber 
to oe with the Scalp Level extension of Pennsy)- 
vania. 


New York & Ottawa.—lIt is officially stated that 
tracklaying has been completed on the Ottawa & New 
York Division from Cornwell, Ont., north 450 miles to 
Hawthorne Junction, where intersection is made with 
the Canada Atlantic, five miles southeast of Ottawa. A 
little more than 10 miles of:the track is ballasted. but 
the rest is scarcely suitable for train service, and the 
line will not be operated until ballasting is completed 
in the spring. Temporarily the company will use the 
Canada Atlantic track intoOttawa, but expects to build 
an independent line this year. The general offices and 
shops will be located at Ottawa, where a bonus of $75,000 
has recently been voted by that city. The company also 
gets a bonus from the Dominion government of $3,200 
per mile on completed road. Messrs. Balch & Peppard, 
of Minneapolis, Minn., have contracts for the entire line, 
except bridges, from Moira, N. Y , to Ottawa, 73 miles. 
Bridges are being built by the Phoenix Bridge Co., 
those on the Canadian side being completed. The bridge 
spanning the St. Lawrence at Cornwall, and the bridges 
on the New York side are well under way. ‘The grading 
from Moira to the St. Lawrence is about th:ee-fourths 
done, and the company expects to have the entire Jine 
completed, inclu ling the bridges, by July 1. The gap 
between Tupper Lake, N. Y., and North Creek is not 
vet under contract. George W. Parker, of Cornwall. 
Out., is President. (See this column for Dec. 17 ) 


Northera Pacific.—It is officially stated taat this 
company is completing a partially finished extension to 
Lewiston, Ido. The track will be extended from the 
present terminus, three miles south of Juliaetta, down 
the valleys of the Potlatch and Clearwater rivers to 
Lewiston, 20.6. ‘The contract has not yet been awarded, 
but the time for receiving proposals is closed. There 
will be a bridge across the Clearwater which will re- 
quire five fixed Howe truss spans 150 ft, long, and one 
draw span about 25) ft. in length. 


Ontario & Rainy River,—TYhe Ontario government 
has granted this company a subsidy of $120,000 on its 
proposed line from Port Arthur, Ont., west about 245 
miles to Fort Frances. The road has been previously 
subsidized at the rate of 3,000 per mile for 80 miles. (See 
this column for Sept. 10.) 


Pembroke Southern.—The Ontario government bas 
granted asubsid. to this company of $10,500 for build- 
ing the portion of this line from Pembroke 3.5 miles to. 
Garden Lake. The entire extension proposed is to Golden 
Lake, a point on the Canadian Atlantic, 21 miles. (See 
this column for Dec. 17.) 


Pennsylvania.—It is reported that work has been be- 
gun on the improvements on the main line between Al- 
toona, Pa., and Bennington. The intention is to make 
three tracks complete from Bennington to Kittanning 
Point, and four tracks from that point to Altoona, The 
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general contractors have sub-let portions of the work. 
(See this column for Dec. 17 and 24, 1897.) 

Work of double-tracking the West J ersey & Seashore 
Division from Camden, N. J., to Atlantic City, 58.7 miles, 
has been completed between Egg Harbor City, N. J., and 
Absecon City, 12 miles. It is expected that the section 
between Egg Harbor and Hammonton will be completed 
at an early date. (See this column for Oct. 15.) 


Pine Bluff & Arkansas River.—This road, whose 
reorganization as successor to the Pine Bluff & Eastern, 
was referred to in these columns last week, is considering 
an extension from Pine Bluff, Ark., east about 15 miles 
to Gillett. the present terminus of the Stuttgart & 
Arkansas River. The present road runs from Rob Roy 
to English, 23 miles. John M. Gracie, of Pine Bluff, 
Ark., is President. 


Quakertown & Eastern.—It is officially stated that 
nine miles of grading has been completed from Quaker- 
town to Springtown on this road, which is projected to 
extend from Quakertown to Rieglesville, 15 miles. 
Track has been laid and ballasting completed for six 
miles to Pleasant Valley, but the road has not yet been 
opened for service. Work is in progress on the bridges 
between Springtown and Rieglesville. About 50 men 
and a number of teams are at work grading. H. F. 
Baker, of Quakertown, holds the contract for the entire 
line. John Jameson, of Quakertown, Pa., is President, 
and Henry Shelby Chief Engineer. (See this column 
for Dee. 3.) 


Randsburg.—It is reported that this new road, here- 
tofore reported in these columns under the name ot 
California Southern, is to be extended from its present 
terminus at Randsburg, Cal., north 110 miles to connect 
with the Carson & Colorado at Keeler, and that Ramish 
& Marsh. of Los Angeles, who built the present road, 
will receive the contract. The line now runs from 
Kramer, a point on the Atlantic & Pacific, north 29!¢ 
miles to Randsburg. (See this column for Jan. 7.) 


St. Louis & San Francisco,—It is officially stated 
that the St. Paul Braach in Arkansas, from St. Paul 
east about nine miles into some valuahle timber lands, 
is about completed. (See this column for Oct. 1.) 


St. Louis, Peoria & Northern.—lIt is officially stated 
that work is just about completed on the extension of 
this road from Springfield, Ill., north to Peoria 63 miles, 
and it is expected that trains will begin running about 
Feb. 1. (See this column for Dec. 3.) Preliminary sur- 
veys have just been completed on the proposed exten- 
sion north 90 miles from Peoria to East Clinton, ILI. 
William E. Guy, of St. Louis, Mo., is President and Gen- 
eral Manager. 


San Jacinto, Lake View & Northern.—It is re- 
ported that this company is building an extension of the 
Southern California from San Jacinta 10.2 miles to Lake 
View, Cal., and that seven miles has been completed. 
E. C. Proctor, of San Jacinto, has the contract. W. C. 
Nevin, of Los Angeles, Cal., is President. 


Santa Rita.—It is reported that locating surveys 
have been completed and bids for grading are being 
asked for this extension of the Atchison, Topeka & 
Santa Fe from San Jose near Silver City, N. Mex., into 
the Santa Rita gold copper district. The company was 
incorporated in New Mexico Dec. 27. R. E. Twitchell, 
of Las Vegas, N. Mex., is on2 of the Directors. (See this 
column for Jan. 7.) 


Shreveport & Red River Valley.—It is officially 
stated that a large force is at work on this road from 
Sbr: vey ort, La., south 43 miles to Coushatta, La, The 
maximum grade is (,3 per cent. Tracklaying has been 
begun. ‘There will beone draw span bridge of 150 ft. 
and one open span of 130 ft. Mr. Ogden, on Jan. 10, in- 
troduced a bill{into the House of Representatives author- 
izing this company to build a bridge across Loggy 
Bayou, Louisiana. (See thiscolumno tor Dec. 10.) The 
names of the officers are given in another column. 


Smith’s Falls, Rideau & Southern.—The bill to 
incorporate this company has been passed by the Onta- 
rio Parliament. As statedin this column for Jan. 7, the 
line is projected to extend from Smith’s Falls scuth 
through Portland and Redeau Lake to North Augusta. 
ee is empowered to use either steam or elec- 

ricity. 


Smith’s Ferry.—It is officially stated that this com- 
pany, which was incorporated in Pennsylvania in Au- 
gust, is to begin in the spring to build its proposed road 
from Lisbof, Pa., to East Liverpool, 30 miles. The work 
is not difficult. fhere will be one bridze 400 ft. long. 
J. L. B. Dawson, of Beaver Falls, Pa., is President, and 
David Moynahan Secretary and Treasurer. (See this 
column for Aug. 13, 1897.) 


Southern Pacific.—It is reported that several miles 
of grading has been completed on the extension of the 
St. Martinsville Branch in Louisiana, from St. Martins- 
ville northwest about 24 miles to Arnaudville, St. Lan- 
dry Parish, La. R. H. Downey & Bro., of Houston, 
Tex., hold the contract. (See this column for Dec. 17.) 


Texas State.—It is officially stated that grading is 
in progress for an extension of three miles on this road 
from Rush, Tex., west, which, when completed, will 
give 14 milesof road. The work is being done under the 
direction of James P. Gibson, Assistant Superintendent 
* the Rush Penitentiary. (See this column for Nov. 

2.) 


_ Tuscarora Valley.—This company was incorporated 
in Pennsylvania, Jan. 18, with a capital stock of $310,- 
000, to build a line from a point in Tell Township, 
Huntingdon County, at or near Blair’s Mills, southwest 
3. miles to McConnellsburg, Fulton County. The Di- 
rectors areas follows: T. S. Moorehead, President; J. J. 
McMullen, East Waterford: Carl F. Espenhode, Mifflin- 
town; J. C. Moorehead and D. C. Moorehead, Port Royal. 
It is reported that surveys were made for this route 
some months ago. (See this column for Sept. 10.) 


Washburn, Bayfield & Iron River.—The section of 
this road from Iron River, Wis., to Greenwood, 10 miles, 
was cureet for traffic Jan. 10._ The road is projected to 
extend east to Washington, with a branch northeast to 
Bayfield. For map and further description of this road 
see this column for Dec. 17, The R. D. Pike Lumber 
Company, of Bayfield, Wis., is buiiding the line. 


Wiscasset &¢ Quebec.—It is officially stated that 43.5 
miles of this line from Wiscasset, Me., to Albion is being 
Operated. That 11 miles from Albion to Burnham and 
3.5 miles from Burnham to Pittsfield is graded. An 
additional 3.5 miles of the grading will be required to 
reach Pittsfield. Track has been laid on 10 miles above 
Albion, of which 7.5 miles have been ballasted. Bridge 
foundations. are being built between Burnham and 
Pittsfield, and the iron superstructures have been con- 
tracted for. About 100 men and 50 horses are now at 
work, Direct steamboat service has been established 
betweenjWicasset and Boston, also a direct line to Port- 


land, where connection is made with the Maine Steam- 
ship Co. for New York. W.F. P. Fogg, of Wiscasset, 
Me., is General Manager. (See this column for Dee. 10.) 








Electric Railroad Construction. 


Anderson, Ind,—The Elwood, Anderson & Lapelle 
Railroad Co. has been incorporated with a capital stock 
sf $50,000. Lucius H. Landen, President; W. M. Leeds, 
Secretary; D. G. Reid, Richmond, Ind., and W. B. Leeds, 
Chicago, are mentioned as the principal stockholders. 


Camden, N. J.—At a recent meeting of Collings- 
wood Council, the Camden & Suburban Railway Co. 
was granted a franchise toextend its line in Collings- 
wood. 

Connellsville, Pa,—The Connellsville, New Haven & 
Leisenring Street Railway Co. has decided upon an ex- 
tension of it road to Vanderbilt. 


Connersville, Ind.—The Connersville Street Railroad 
Co., incorporated, capital stock, $25,000; Directors, 
Charles Mount, Thomas Downs, G. C. Florea, Daniel 
Roots and E. M. Austed. 


Corsicana, Texas.—It is reported that Mr. J. T. 
Voss, General Manager of the Glenwood & Polytechnic 
College Street Railway Co., Fort Worth, Tex., is inter- 
ested in the proposed new road in Corsicana. 


Cumberland, Md.—A. Flick, of Altoona, Pa, and 
Jobn M. Burchinal, of Moundsville, W. Va., are secur- 
ing the right of way for an electric line from Cumber- 
ales the Maryland coal region, to Piedmont, 

. Va. 


Dethi, N. Y¥.—The- Delaware Valley Railway Co. 
has been incorporated with a capital of $100,000, to 
operate an electric road 15 miles long in Delaware 
County from the Ontario & Western railroad station in 
the village of Delhi to Andes and Bovina Center. The 
names mentioned in connection with the enterprise are: 
Henry Davie, J. R. Honeywell, Samuel P. Wilbur and 
George W. Youmans, Delhi; James #. Scott and W.C. 
Oliver, of Andes; T. E. Hastings and Alexander Hilson, 
of Bovina Center, and H. S. Seawell, of Walton. 


East Bridgewater, Mass.—E. S. Whitmarsh, it is 
reported, is interested in a new electric railroad at East 
Bridgewater. 


Ft. Lee, N. J.—The Bergen County Traction Co., 
which now operates a line from Ft. Lee ferry to Engle- 
wood, N. J , is negotiating with the borough councils of 
Leonia and Bogota and the Tenneck Township Som- 
mittee for right of way that will permit it to extend its 
lines across country from the easterly boundary of 
Leonia to Hackensack. These petitions will receive 
official consideration Feb. 9. The compavy hopes to ob- 
tain its franchise in time to commence operations in the 
spring. 

Galesburg, Ill.—It is reported that Mr. Frederick 
Seacord with others is interested in a proposed electric 
railroad between Galesburg and Monmouth. 


Kansas City, Wo.—Weare authoritatively informed 
that the Northeast Electric Railway Co. will make ex- 
tensions this season. The plans are not wholly matured 
at this time, as the company has two routes under 
consideration. 


Little Rock, Ark.— Maxwell Coffin, of Little Rock, 
together with M. Greenwood and D. L. Dyas, of St. 
Louis, has appiied to the City Council to build an elec- 
tric railroad in North Little Rock. 


Minneapolis, Minn,—The St. Paul City Railway Co., 
it is stated, contemplates the extension of the Rice and 
Concord street lines to South St. Paul. 


Mount Washington. Mass.—The route of the New 
York & Berkshire Electric Railroad (Railroad Gazette, 
Dee. 10), of which H.F. Keith is Chief Engineer. will 
be from Copake Iron Works, Columbia County. N. Y., 
through the towns of Egremont, Great Barrington and 
Monterey, in Berkshire County, Mass. The distance is 
about 25 miles. Among the promoters of the road are J. 
W. Coffin, 18 Wall street, and Ralph W. Pope, 26 Cort- 
landt street, New York. 


South Bend, Ind.—It is reported that H. H. Chapin 
& Son, proprietors of the electric light and power plant 
at South Bend, will build an electric road from South 
Bend to Niles, Mich., a distance of about 18 miles. 


Washington, D. C.—The University Railway Co. has 
been formed to build an electric railroad in the north- 
western suburbs. 

A bill has been introduced by Mr. Elliott to incor- 
porate the Wesley Heights Railway Co. of the District 
of Columbia. 








GENERAL RAILROAD NEWS. 


Railroad Earnings, 
[Showing the gross and net earnings for the periods ending 
at the dates named.] 












October 31: 1897. 1896. Inc. orDec 
Williams Valley, 
12 months.... ...... Gross Sr eh Saad esa 
12 We taucbucaeed Net We aseceegs) 6 xa ned 
November 30 : 
Central Pacific. 
fo See Gross $1,399.595 $1,069,418 [. $330,147 
1 er) euddaceennene Net 628,573 416,552 3 212,021 
1! months.. «» Gross 13,031,653 11,508,340 =I. 1,523,313 
11 oD  cessaseadea Net 5,581,314 4,419,839 I. 1,161,475 
Flint & Perre Marquette, 
EMONGh. ....sccssers Gross $247,229 $138,225 I $59,004 
1 ot ceaede nea vene Net 72,821 60,917 1 21.904 
11 months...... .... Gross 2.532.782 2,362,951 I 169.831 
ee vente evecee » Net 673,504 603,863 L 69,641 
Houston & Texas Central. 
1 month........ eee. Gross $430,500 $409,368 5, $21,132: 
al acedoedacanee Net 198,902 184,079 I 14.823 
SUBGMENEE. 6< ccccvens Gross” 1,802,487 =: 11,834. 571 vD 32,084 
& Gecsdcdas eae 733,666 758,794 D. 3,128 
Lake Erie & Western. 
$277,112 ‘$242,646 I, $34,166 
125,386 93,617 I, 31,769 
3,125,998 3,057,217 J. 68,751 
1,310,106 1,291,928 L 18,178 
Lehigh Valley. 
12 months...... . Gross $19,559,167 $19,514,660 RE. $44,507 
12 a es . Net 5,145,836 4,931,002 I. 214,834 
BOND c i cdecuvaade 162,663 450,128 DD. 347,465 
Long Island. 
AON cus cccccenens Gros3 $316,072 $283,253 I. $32,819 
NTs aaiga nedqeeeeiet Net 70,159 62,564 I. 7,595 
eee Gross 2,416,179 2,283,794 i. 132,385 
GS er ccucdunnd Net 983,351 932,552 I. 50,799 
Pittsburg & Western. 
Lmonth......esee065. Gross $275,613 $227,332 I, $18,281 
1 ae hesausuuceonaa et 100,319 79,010 I, _ 21,309 





5 months.........+- » Gross 1,409,780 1,219,839 I. 189,941 
BF ecavncaeunes «ce NO 428,812 -450,252 D. 21,449 
Union Pacific and branches. 
1 month.........556. Gross $1,988,962 $1,561,811 I. $427,151 
5 anyon 840,207 569,485 I. 270,722 
Gross 17,692,296 15,987,533 J. 2,604,763 
Net 6,513,656 5,358,034 I. 1,155,622 
December 31: 

Chicago, Burlington & Quincy. 

I, $6,037,350 


12 months...... -..-+ Gross $40,213,8(6 $34,176,456 
IZ ncccccccseccce Net 16,078,541 13,040,656 I. 3,037,885 


Cincinnati, New Orleans & Texas. 


Bimeetc. acces <ces Gross $340,544 $304,082 I. $36,462 
TF eandamne maees Net 117,269 109,013 3 8,256 

6 months........ «.--- Gross 1,939.876 1,721,269 I. 218 ,607 
GF Lu caccsdowauade Net 653,166 497,830 I. 155,336 

Nashville, Chattanooga & St, Louis. 

DORE eiccccuesses Gross $158,378 $433,898. I $24,180 
ander ae sescuce ee 151,119 166,542 D 15,423 
months ...c. cece Gross 2,910,829 2,566,019 I. 344,810 
Ce ... see ee 1,059,404 1,010,397 sd, 48,007 


Pittsburgh, Cincinnati, Chicago & St. Louis. 


12 months....... . Gross $15,149,793 $14,439,029 I. $710,764 
| dere rer crt Net 4,880,110 3,850,050 I. 1,030,060 





Baltimore & Ohio.—J. P. Morgan & Co., of New 
York, announce that more than a majority of the con- 
solidated five per cent. bonds, due 1988, has been de- 
posited under the terms of the agreement. The limit of 
time for additional deposit has been extended to Feb. 1. 
(See this column for Nov. 5 and Dec. 31.) 


Boston & Maine.—A Boston correspondent writes us 
as follows concerning the ‘*‘ Boston & Maine bill ’’ now 
before the Legislature: 

‘* This bill is in substance the same as the general bill 
that was before the Legislature a year ago. It provides 
that the Boston & Maine Railroad may, subject to the 
approval of the railroad commissioners, buy shares of 
stock of railroads leased to or operated by it, issuing its 
own shares subject to the geveral laws to pay for the 
purchase, but the shares purchased must be held in the 
treasury and stamped ‘non-transferrable’; they can 
never pass out of the treasury of the Boston & Maine. 
They must be exhibited to the commissioner at any 
time, and any person violating this law shall be subject 
to $1,000 fine and imprisonment for one year. Leases 
now held by the Boston & Maine may not hereafter be 
modified except on approval of a majority of the stock 
of the lessor, exclusive of the stock acquired by the Bos- 
ton & Maine under this act. 

“ft will be seen that this is not ascheme for stock 
watering. Thereare two main purposes sought First, 
to retain control of the Maine Central Railroad. Second, 
to so far as possible get rid of fixed charges, by securing 
whatever portion of stock is possible, which may be is- 
sued by the leased companies. The Maine Central road 
needs double-tracking. To meet the expense of this it 
would be impossible to issue bonds, as there is a statu- 
tory limit, and stock must be issued. The Boston & 
Maine, as the principal stockholder, can vote a new issue 
of stock, but under Massachusetts laws (to which the 
Maine Central is sabject) it must be sold at public auc- 
tion, and this would doubtless mean that some other in- 
terest would get hold of it, and the control of the Boston 
& Maine would cease. Maine and New Hampshire have 
therefore —_— laws legalizing the purchase as indi- 
cated in this bill. Last year the road came to the Mas- 
sachusetts Legislature and askeda general bill. Aftera 
big contest it was defeated. Ihe present special bill is, 
therefore, asked 

“In regard to the second point, it is evident that if, 
whenever the stock of one of the leased roads is issued, 
the Boston & Maine can purchase it, it will in effect re- 
duce its $5,000,000 fixed charges. The road already has 
a consolidation act (Chap. 308 of 1891), but to consolidate 
would in many instances compel contracts which would 
be of no advantaze to the company. There has been a 
great deal of talk about this bill being really a scheme 
to purchase the Boston & Lowell road, one of the B. 
& M.’s leased lines, which is remunerative, but also 
expensive under the present lease. It is evident, how- 
ever, that the purchase of the stock of the road would 
not reduce the rate of interest now paid upon its stock 
under thelease. It would, however, reduce the charges, 
by making it possible for the Boston & Maine to pay a 
part of the interest to itself on the shares of stock it 


eld. 

**Boston business men believe that this bill is not only 
in the interest of the Boston & Maine, by making it 
possible to hold its leases during times of financial de- 
pression, but also in the interest of Boston. If, through 
the effect of another ‘Bryan’ year, the road lost itshold on 
the Central Vermont and Connecticut River roads, and 
they were secured by the New York, New Haven & Hart- 
ford. freight would be diverted to New York City and 
the Hub would be left out in the cold.”’ 


Brooklyn & Brighton Beach.—At the request of 
representatives of the Corbin Estate, the Central Trust 
Co., of New York, has begun foreclosure proceedings 
against thisroad. On Jan. 14, Judge Maddox. of the 
Supreme Court in Brooklyn, appointed Edward L. 
Langford, Presidert of the road, and George W. Palmer, 
ex-Comptroller, of Brooklyn, as Receivers. There are 
500 first mortgage bonds, the majority of which are 
owned by the Corbin estate. Judge Maddox, of the Su- 
preme Court, has also appointed Bert Reiss a Receiver 
for the road in an action of the American National Ex- 
change Bank under a judgment of $1,757 against the 
company. 

On account of these foreclosure proceedings, George 
S. Edgell, James K. Sberweil and Fred Ingraham have 
been appointed a committee to represent the first mort- 
gage and bondholders, who are requested to communi- 
cate with Mr. Edgell at No. 192 Broadway, New York 
City. This isa double-track road extending from At- 
lantic avenue, Brooklyn,to Brighton Beach, 7.5 miles. 
In July, 1897, the trains belonging to this company were 
discontinued, and the Kings County Elevated trains run 
over the road. The September, 1896, coupons are said to 
be still in default. 


Chattanooga, Rome & Southern.— Holders of Rome 
& Carrollton first mortgage bonds are requested to com- 
municate with William Strauss, 30 Broadway, N. Y., 
for mutual protection. This company is the successor 
of the Chattanooga, Rome & Columbus, but the interest 
in the Rome & Carrollton bonds have been in default 
since January, 1893. (See this column for July 16.) 


Chesapeake & Ohio.—This company has sold to Har- 
vey Fisk & Co., $2,287,000 of consolidated five per cent. 
bonds to retire purchase money funding six per cent. 
bonds due July 1, 1897. The said firm offers to receive 
not to exceed $1,0.0,0U0 of the purchase money funding 
bonds at 101 per cent. in exchange of the five per cent. 
bonds at 113 with accrued interest, 


Chicago Great Western.—A meeting of the holders 
of four per cent. debenture and five per cent. preferred 
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stock ‘“*A’’ was held Jan. 12, to consider a resolution to 
increase the four percent. debenture stock from $15,- 
000.000 to $30,000,000. the purpose being to redeem, as op- 
portunity offered, any obligation prior to this stock. 


Chicago, Rock Island & Pacific.—A special meet- 
ing of the stockholders has been called to meet in Chi- 
cago, Feb. 15, for the purpose of authorizing the issue of 
oe under the refunding plan outlined in this column 

or Dec. 3. 


Choctaw, Oklahoma & Gulf.—This company has 
sold $200,000 of general mortgage five per cent. bonds to 
build seven miles of road to extend from Wister, the 
eastern terminus, east toa point on the Kansas City, 
Pittsburgh & Gulf, and another extension west 25 miles 
from Fort Reno, Okla. 


Detroit & Lima Northero.—This company has filed 
a mortgage at Bellefontaine, O.. for $1,670,000 to the 
Manhattan Trust Company of New York, covering all 
its liue. ‘The company has also taken possession of the 
1997" —eaeaatamaaa which has terminal facilities at 

aima, O, 


Hutchinson & Southern.—This road was sold ata 
Receiver’s sale at Hutchinson, Kan., Jan. 14. as an- 
nounced in this column for Dec. 24. It was purchased by 
the Reorganization Committee at the upset price of $100,- 
000. The road extends from Hutchinson through Cam- 
den to Medford, 117 miles. The Receiver was appointed 
Aug. 9 1893. 


illinois Central.—Messrs. Kuhn Loeb & Co. and Ver- 
milye & Co. are offering $5,000,000 of the St. Louis 
Division & Terminal and $10,000,000 Louisiana & Termi- 
nal 34¢ per cent. gold bonds at 95 per cent. and interest. 
This is in pursuance of the plan of refunding recently 
adopted by the railroad company. 


Lake Shore & Michigan Southern.—This company 
has listed $2,692,000 of 31¢ per cent. bonds of 1997 to re- 
tire $2,388,000 of seven per cent. bonds, 


Louisville & Southeastern.—This company has filed 
a mortgage of $2,500,000 five per cent 30 year gold mort- 
gage bonds. The company is the successor of the Rich- 
mond, Nicholasville, Irvine & Beattysville, recently 
purchased by Adolph Segal, of Philadelphia. It pro- 
poses to make an extension of 36 miles from Irvine, Ky., 
to Beattysville. (See this column for Dec. 31.) 


Louisville, Evansville & St. Louis.—Messrs. Lloyd 
& Trabue, of New York. have prepared a plan of reor- 
ganization which provides for the issue of $5,000,000 
first mortgage five per cent. 100 year gold bonds, $4,000,- 
000 three per cent. gold income bonds with funding 
power, $5,000,000 preferred stock and $5,000,000 common 
stock. Heretofore the various interests have been un- 
able tocome to an agreement. (See this column for 
Dec. 31.) 

National Docks Railway.—Ata meeting held in Jer 
sey City, N. J.. Jan. 13. it was decided to consolidate with 
this company the New Jersey Junction connecting the 
Kill von Kull and the Bay Creek raiiroads. ‘These four 
lines form parts of one line running from the West 
Shore station at Weehawken south to Bergen Point, 
and connect with all the railroads and terminals in Jer- 
sey City. It is stated that nearly all the stock holders 
were present and the consolidation was effected by a 
unanimous vote. = 


Oregon Railway & Navigation Co.—The privilege 
of converting first mortgage six per cent. bonds into the 
four per cent. consols, maturing 1946, of the new com- 
pany, at $1,210in four per cent. bonds for $1,000 in the 
six per cent. bonds, will be withdrawn on Feb. 1. (See 
this column for Dee. 17.) 


Port Plain & Richfield Springs.—The sale of this 
road, which was advertised to take place at Herkimer, 
N. Y., Dec. 31, has been indefinitely postponed. (See 
this column for Dec. 24.) 


South Jersey.—A plan of reorganization has been 
issued by the Committee, consisting of Kobert P. Lind- 
erman and Thomas Robb, which provides for new 
securities as follows: $350,000 prior lien five-year, five per 
cent. gold bonds to retire receivership certificates; $150,- 
000 general mortgage, series “‘A,’’ 50-year, five per cent. 
gold bonds to be exchanged at 90 per cent. for an assess- 
ment of 12 per cent. on the face value ($1,035,000) of the 
claims of the creditors and bondholders; $600,000 general 
mortgage, series ‘‘B,’’ 50-year, five per cent. gold bonds 
issued to holders of present indebtedness who assent to 
the plan to the amount to 50 per cent. of their claim, to- 
gether with the stock of the new company at par for the 
full ameuntof such claims; also, $600,000 preferred stock 
and $600,000 of common stock. No interest is to be paid 
out of the earnings of the road for the bond issues for 
the first twe years, that interest being provided for in 
the assessment. No provision is made for the old stock. 
Assenting security helders must deposit their security 
with the Girard Life Insurance Annuity & Trust Co., of 
Philadelphia, by Jan. 28. This line extends from Wins- 
low Junction to Cape May, N.J., 54.1 miles, with a 
branch from Tuckahoe to Sea Isle, 12.1 miles. A receiver 
was appointed in August, 1894. 


Western New York & Pennsylvania.—This com- 
pany has purchased, at a price said to be close to $1,000,- 
000, the Buffalo, St. Mary’s & Southwestern Railroad, 
the four collieries of the Shawmut Mining Company and 
several thousand acres of bituminous coal lands in the 
state of Pennsylvania. Yhe purchased road extends 
from Clermont to Hyde, Pa., 45.67 miles, with a branch 
of 1.92 miles from Shawmut to the mines. 


West Florida, Alabama & Gulf.—This company 
has been incorporated in Florida to build a railroad 
from the Alabama State Line south through Appalachi- 
cola, Greeuwood, Chiply and St. Andrews Bay. T. Spen- 
cer, of Appalachicola, Fla., is one of the Directors. 


Wrightsville & Tennille.—The earnings for the year 
ended June 30, according to the annual report, were as 
follows: 





Year: 1897. 1896, Dec. 
ee ee eT re $87,166 $92,233 $5,067 
SRE EON: bons vasaneskeieee sed 52,951 57,192 4,241 
DRG EER. 0 kcccesusdeavnras beneaele $34,215 $35,041 $826 


The gross earnings for the six months ended Dec. 31, 
1897, were $49,426, against $48,194 for 1896, a gain of 
$1,232. 

Wisconsin Central.—Francis R. Hart, Alpheus H. 
Hardy and I. W. Chick, all of Boston, have been ap- 
pointed a committee for the protection of the income 
tive per cent. bonds and the preferred and common stock. 
Holders of these securities are requested to deposit them 
with the Old Colony Trust Company, of Boston, or the 
Manhattan Trust Company, of New York, prior to Feb. 
5. (See this column for Jan. 14.) 

Judge Lacombe, at Brooklyn, on Jan. 17, signed an 
auxiliary decree of foreclosure in the suit of John A. 


Stewart and Edwin H. Abbott, as Trustees, for $12,- 
000,000. This is supplemental to the decree ‘of Judge 
Jenkins of the United States Cireuit Court of Milwau- 
kee, Wis., referred}to last week. 


Zanesville Terminal.—Judge Crew, at McConnells- 
ville, O., Jan. 11, appointed Chase Andrews Receiver of 
this company. This road extends from Muskingum, O., 
to West Zanesville, 4.62 miles, and is leased to the Col 
umbus, Sandusky & Hocking, that company guaran- 
teeing interest on the bonds, which are $453,000 first 
mortgage five per cent. 50-year gold coupon bonds, due 
Jnly 1, 1940. There is an equal amount of capital stock 
outstanding. 








Electric Railroad News. 


Brooklyn, N. ¥Y.—Judge Maddox, of the Supreme 
Court in Brooklyn, appointed as Receivers of the Brook- 
lyn & Brighton Beach Railroad Co., E. L. Langford, 
—— of the road, and ex-Controiler George W 

almer. : 


Chicago, Ill,—At the annual meeting of the Chicago 
City Railway Co. new officers and Directors were elected 
as follows: President, Menard K. Bowen; First Vice- 
President, William B. Walker; Second Vice-President, 
Joseph Leiter. Directors, Samuel W. Allerton, M. K. 
Bowen, D. G. Hamilton, Joseph Leiter, George T. 
Smith, William B. Walker, George H. Wheeler. The 
road carried in 1897 95,621,112 paying passengers, while 
its cars ran 24,378,000 cars-miles. The net earnings on 
the stock of $12,000,000 amounted to 13.74 per cent. 
($75,876) as against 13.42 per cent. 1896. It cost the com- 
pany in 1897 60.84 per cent. of its total receipts to operate 
the system, against 62 52 per cent.-in 1896, 


Clearwater, Fla.—H. B. Plant, President of the 
Plant System. writes us that there is no foundation for 
the rumer that he is interested in the contemplated 
electric railroad in Clearwater. 


New York.—The Third Avenue Railroad Co. has 
practically completed arrangements whereby thecontrol 
of the Union Railway Co. will pass to the Third Avenue 
Co_ The Union Railway Co. consists of a network of 
trolley lines principally in the borough of the Bronx. 
Edward Lauterbach, Counsel for the Third Avenue Rail- 
road Co., says “Negotiations for the acquisition of the 
Union Railway Co.’s system have substantially been ac- 
complished. The lines extend through 36 miles of streets, 
and the company has the right to build on 54 miles more 
of streets. The Third Avenue Co. has an option on more 
—*, majority of the $2,000,000 of Union Railway Co. 
stock.”’ 


Shamokin, Pa.—At a meeting of the directors of the 
Shamokin Street Railway Co., held recently, it was de- 
cided to suspend the operation of the cars for an in- 
definite period. The road has been a money losing 
venture from the start. 


Toledo, O.—At the annual meeting of the Toledo. 
Bowling Green & Fremont Railway Co. 1t was decided 
to reduce the number of Directors from 15to7. ‘The Di- 
rectors elected were: M. I. Wilcox. James A. Huston, 
Edwin Jacoby, Frank J. Hoag and William B. Taylor, 
of Toledo, and Mr. E. K. Mussey, of Elyria. 


Youngstown, O.—Thc Mahoning Valley & South- 
eastern Railway Co. (see Railroad Gazette, Nov. 12, 
1897) has been organized to build an electric railroad. 
John E. McVey, President; L. W. King, Vice-President; 
C. Y. McVey, Secretary; A, A. Anderson, Treasurer and 
General Manager. 








TRAFFIC, 


Traffic Notes. 


It is announced that from April l next the Pullman 
sleeping cars on the New York, Ontario & Western will 
be taken off, and Wagner cars put in their place. 


The Terre Haute (Ind... Weighing and Inspection 
Bureau saved for the railroads in the month ot Decem- 
ber the sum of $7,543. Over $6,500 was saved by re. 
weighing carload freight. 

The Illinois Central and the Southern Pacific have 
contracted to carry from Jeffersonville, Ind., to San 
Francisco material for four steamboats. It will fill 
about 50 cars and about 60 workmen will go from Jeffer- 
sonville to put the boats together. 


North Shore Despatch. 


Thisis the name of a new fast freight line to be estab- 
lished Feb. 1. [t will do business over the West Shore, 
the Fall Brook, the Philadelphia & Reading, the Michi- 
gan Central, the Cincinnati, Hamilton & Dayton, the 
Toledo, St. Louis & Kansas City, the Flint & Pere Mar- 
quette, and the Indiana, Illinois & Iowa. 

The headquarters will be at Detroit, and the General 
Manager is Mr. W.J. Mann. Mr. Mann began service 
in the traffic department on the Michigan Central in 
1877, and has been with the Blue Line since 1884, 


New York Grain Exports. 


The exports of grain from New York in the calendar 
year 1897 are reported in the Journal of Commerce as 
aggregating 115,575,644 bu., which is far beyond the rec- 
ord for any other year except 1880. In that phenomenal 
year (before Western grain was exported through New- 
pert News, Norfolk and the coy grkage the total exports 
from New York were 113,343,163 bu. Exports for the 
last seven years, beginning with 1891, were, in even mill- 
ions, 68, 74, 56, 33, 42,69 and 11514. ‘These statistics are 
given on the authority of Mr. William Ferguson, who 
has collected statistics at New York for the last 20 years 
and whose business is that of preparing vessels to load 
grain and to advise shippers how much grain a vessel 
has previously carried. hile his figures include only 
grain going to British and European ports, his statement 
of wheat exceeds by more than eight million bushels 
that of the government bureau of statistics, which is 
explained by the fact that grain in bond from Canada is 
included. In Mr. Ferguson's tables steam and sailing 
vessels are separated. In 1880 the number of bushels 
carried in steam vessels was 50 millions, and in sailing 
63; the next year 53 and 19, respectively; and since then 
sailing vessels have ——, dropped out until, in the 
year just closed, only one million out of 115 million went 
in sailing vessels. British ships carried nearly three- 
fourths of the total shipments of 1897. In 1885 the aver- 
age grain cargo was 42,782 bu.; in 1897 it was 90,364. 
The vessels did not, of course, all carry full cargoes of 
grain. In 1897 the quantity of oats, 34,409,704 bu., was 
an unusually large proportion of the total. The quan- 
tity of wheat was 33,624,000 and of corn 30,982,268 bu. 

Approval of Differentials, 

The Inter State Commerce Commission, in an’opinion 
by Commissioner Prouty, has announced its decision in 
the case of the Savannah Bureau of Freight and ‘lrans. 
portation against the Charleston & Savannah Railway, 





The case involves the reasonableness of rates on fer- 
tilizer from Savannah to points in Georgia, Alabama 
and Florida, and the lawful relation of such rates to 
charges from Charleston and other points to like desti- 
nation. The Commission decides: 

1. That defendants’ present differential of 50 cents 
more per ton from Charleston than from Savannah to 
points in Georgia other than common points is notun- | 
reasonable or prejudicial to Savannah. 

2. That charging the same rate from Savannah and 
Charleston over the defendant all-rail lines to points in 
Florida in competition with ocean and rail competition 
from Savannah and Charleston is not unlawful. 

3. That a lower differential as between Savannah and 
Charleston on fertilizer to points in Alabama reached 
by the Alabama Midland than the differential estab- 
lished as_ between those cities on fertilizer to points in 
Georgia does not appear justified, and that sufficient 
difference is not made in rates to some stations in 
Florida; and defendants are advised to adjust such 
rates in accordance with suggestions stated, with leave 
to complainants to apply for an order if such adjust- 
ment is not made. 

Higber rates charged by defendants on fertilizer from 
Charleston or Savannah to intermediate points between 
those cities than they charge over the entire distance 
between Charleston and Savannah are justified by the 
existence of water competition. 

The circumstances and conditions governing the trans- 
portation of fertilizer from Charleston to Valdosta and 
various other stations are rendered substantially dis- 
similar from those applying in the transportation of 
fertilizer from Charleston over the same line to shorter- 
distance localities by railroad competition at Valdosta 
and said other stations, which controls and affects the 
rate, and higher charges on fertilizer to such shorter- 
distance points are not in violation of the fourth section 
as interpreted by the United States Supreme Court in 
Interstate Commerce Commission v. Alabama Midland. 

Chicago Traffic Matters, 
CHICAGO, Jan. 19, 1898. 

Another war over flour rates is imminent, the 4 cent 
cut made in the rate from the Northwest to the seaboard 
by the St. Paul company having stirred up all its com- 
petitors. Important changes in thesame rates have also 
been announced to take effect Feb. 1 to points in Indiana, 
Michigan and Ohio. : 

Alleged secret rate cutting by the Kansas City, Pitts- 
burgh & Gulf is worrying the other Western lines. That 
road is said to be making a rate on corn of 12 cents from 
Kansas City to Galveston and New Orleans, and in addi- 
tion absorbing the switching charge of 2 cents, This is 
the lowest rate ever made fromthe Missouri River to 
tidewater on corn. ‘ 

The grain rates to the Atlantic seaboard, 1714 cents on 
corn and 20 cents on other grain, announced last week 
do not go into effect until Jan. 25. The circular issue 
Jan. 12 made no changes in previously existing condi- 
tions, except to postpone the date of this reduction from 
Jan. 1 to Jan. 25. The very heavy shipments of grain 
now going forward appear to be wholly on contracts 
made before Jan. 1, and it is said that large quantities 
of wheat are being carried to New York at 6 cents a 
bushel or 10 cents per 100 lbs. Two of the leading roads 
are said to have contracted for a million bushels from 
one shipper at this rate. 

The total receipts of live stock at Chicago during the 
calendar year 1897 were 279,662 cars, an increase of 2,225 
cars over 1896. The shipments of live stock were 70,739 
cars, a decrease of 3,316 from the previous year. The re- 
ceipts by the St. Paul and the Northwestern roads were 
in each case about 3,000 cars more in 1897 than in 1896,the 
other principal roads showing slight changes. The 
shipments fell off seriously on all the principal reads to 
the East except the Lake Shore, the Michigan Central 
and the Fort Wayne. The Fort Wayne showed a slight 
decrease, the Michigan Central a considerable increase 
and the Lake Shore an increase from 9,103 carsgto 19,475, 
It will be remembered that the Lake Shore has made 
very fast time with live stock trains during the past 
year. 

7 The receipts of grain at Chicago in the month of De- 
cember amounted to 27,373,809 bu. as compared with 17,- 
515,104 bu. in the same month of 1896. 

The Central Freight Association has compiled the fol- 
lowing statement of the shipments of flour, grain and 
provisions eastward from Chicago during the year 1897: 





Provis- 
Flour. Grain, ions, Total. 

Roads. Tons. Tons. Tons. Tons. P.c. 
RE OS ee 36,280 59,161 46,464 141,911 5.3 
CCC. Sst.L ..<. Ti ba5 99,361 16,347 187,263 7.1 
C.& E y 143,465 89,531 26:,767 9.9 
G. Tf 150,193 63,895 222,326 8.4 
L Ss. 219,564 44.024 285,105 10.7 
Mi 300,742 66,280 389,575 14.7 
N. 148,935 104,121 288,252 10.9 
P. 117,124 116,712, 256,442) 9.7 
P. 226,010 62,401 373,775 14.1 
WwW 193,853 43,800 243,488 9.2 


TOGRE, écc cccnve 338,921 1,658,408 653,575 2,650,904 100.0 
The totals the year previous were: Flour, 354,630 
tons; grain, 1,863,443 tons; provisions, 570,650 tons. This 
makes a decrease in 1897 of 15,709 tons of flour and 205,- 
035 tons of grain, and an increase of 82,925 tons of pro- 
visions. The decrease is due to the very low rates for 
grain by lake during the past season. -The railroads 
which carried more in 1897 than in 1896 were the Michi- 
an Central, the New York, Chicago & St. Louis, the 
ittsburgh, Cincinnati, Chicago & St. Louis, and the 
Pittsburgh, Fort Wayne & Chicago. The road suffer- 
ing the greatest loss was the Baltimore & Ohio. : 
Restboand shipments from Chicago and Chicago 
junctions to points at and beyond the western termini 
of the trunk lines for the week ending Jan. 13 amounted 
to 118,067 tons, as compared with 121,757 tons the preced- 
ing week. This statement includes 65,648 tons of grain, 
15,059 tons of flour and 12,193 tons of provisions, but not 
livestock. The following is the statement in detail for 
the two weeks: 

















WEEK ENDING | WEEK ENDING 
Jan. 13. JAN. 6 
Roads. 

Tons. Dp. ¢ Tons. Pp. ¢. 

Baltimore & Ohio........... 10,878 | 9.2 | 6,947 | 5.7 
©.,0.,C. & St. Leuis...<...5. 4,926 4.2 5,101 42 
WE on; cabauiee neues een eniels 11,323 9.6 11,389 9.4 
Grand THUR; ..0. 0: 00secccs 16,376 13.9 13,826 11.4 
EBS cen sigsa'c css 12,776 | 10.8 | 18,015 | 14.8 
Michigan Central.. ........ 9,922 84 10,347 8.5 
SG PLS ee. Se .-| 8,951 7.6 3,204 10.8 
Pitts., Cin., Chi. & St. Louis.} 11,594 9.8 15,256 125 
Pitts., Ft. Wayne& Chicago} 23,682 20.0 20,761 17.0 
WADBED cciccisccesccencne ase 7,689 6.5 6,911 5.7 
GRE s accocsiee secceeeeee| 118,067 | 100.0 | 121,757 | 100.0 


























